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NOWING HOW is the first knowledge acquired by train- 
requirement in designing a_ ing and experience in solving 
modern packaging system. Maxi- many packaging problems. 


mum economy and efficiency for The staff of 50 H & D Pack- 
every conceivable condition of age Engineers has this training 
service can be secured only and experience. This fund of 
through sceintific knowledge— 4 -ymulated knowledge is at 


your disposal without charge 
or obligation. 


SEND FOR THE Convenience, a of space and full 
tecti t this H & D Engi- 
PACKAGE ENGINEER — ee ee 


be . a. ; age for fine 
To make sure that your pack ; ; oy cane 
aging system meets every 

present day requirement, send 

foran H&D Package Engineer. 

B iblldidisccedar He may be able to show you 
CTT oRRaRRESE . : 

* > how to smprove your packing ‘How to Pack It,”’ an inter- 

methods and lower esting booklet on scientific 

packaging in your industry 


your costs. will be sent on request. Write 
for a free copy. 


This hea: y iron fire basket ships 


safely in an H & D container. oF THE HINDE & DAUCH PAPER CO., 303 Decatur Street, Sandusky, Ohio 


Canadian Address: King’s Street Subway and Hanna Ave., Toronto 


HINDE & DAUCH 4“ SHIPPING BOXES 
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“F, Defore the Sun has Made its Round 


imports have been safely transported 
from the Customs at Vera Cruz to 


a eee CITY aud PACHUCA 


PUEBLA — 7# 20 hours 


VERA CRUZ is 
Nearest Entry Port 


THE MEXICAN RAILWAY (Electrified) 
is the Only Standard Gauge Line. 


It Is the Shortest Line. 
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Ship Via Water and Rail—Lowest Rates 


WEEKLY STEAMER SERVICE TO VERA CRUZ FROM 
NEW ORLEANS—AMERICAN FRUIT LINE 
NEW ORLEANS—CUYAMEL FRUIT LINE 
NEW YORK—WARD S. S. LINE 


THE MEXICAN RAILWAY—Vera Cruz Route 


W. F. PATON, General Agent 


Chicago, IIl., 648 Marquette Building New York, N. Y., 82 Beaver Street 








In Kansas City its 







TRANSFER and STORAGE CO. 


- ~ Responsible: — Reliable ~ Reasonable — 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 


Merchandise Storage — Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 





City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records and Reports 


Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
Club of K. C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 
WRITE US FOR INFORMATION AND RATES 





by Tue Trarric Service Corp., 418 S. Market St., Chicago, I 


Ent 
second class matter January 4, 1913, at the postoffice at Chicago, IIl., under the Act of Marck 3 
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“The Right Way to Ship” 


C) LJ 
| UNIVER | 
CJ LC] 

A 
Question of Policy 
| 





The measure of a company’s success in any 
phase of industry or transportation de- 
pends entirely upon the policy it pursues. 


The acknowledged leadership of Universal 
Transcontinental Freight Service in the 
consolidation of less than carload ship- 
ments of Machinery, Automobile Parts, 
Paints, Varnishes, Tires and other com- 
modities for the Pacific Coast did not 


just happen. 


It is the result of following a well defined 
policy of operation for 38 years; the best 
possible time in transit at the lowest pos- 
sible rates consistent with dependable 
and efficient transportation. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 31 years 
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On Full Train Loads— 
Or Smallest of L C L Shipments— 
Speed and ow) 


Service to industries on the Belt Rail- 
way Co. of Chicago lines is of the 
utmost importance to us; their suc- 
cess is our success. Modern motive 
equipment means better service. Bet- 
ter service means more business for 
(the industries and we are geared 
accordingly. Consequently new ¢us- 
_' tomers, new occupants of our terri- 
tory, are constantly coming in to 
enjoy the “twenty-five trunk line” 
fast service—at Chicago rates. 













































B. R. C. delivers to—and receives 
from—every trunk line out of 
Chicago. 


There are two universal L. C. L. 
freight stations, daily cars to all con- 
necting lines, and daily through cars 
to destinations. At Clearing there are 
modernized facilities for through 
freight. Industrial locations on the 
Belt Railway of Chicago are a com- 
bination of convenience to market, to 
distribution, manufacturing and 
sales centers, quick service to all 
parts of the country, and reasonably 
priced land, that cannot be found 
elsewhere. 


The BELT RAILWAY COMPANY 
of CHICAGO 


Industrial Department 


F. J. WASSON 
General Traffic and Industrial Manager 
Dearborn Station, Chicago 


J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station, Chicago 


Telephone Harrison 3684 
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Speeding 


Your Shipments 


“The Brakeman” 


- WY rreet atten bs’ alertness and 






prompt action in the performance 
of duty is the code of the Wabash 
brakeman. His part is to assist the conduc- 
tor and the engineer in the expeditious 
movement of the train and to safeguard and 
protect its cars and contents while enroute. 








By willing co-operation with his supe- 
riors, the Wabash brakeman does his part 
to speed your shipments swiftly and safely 
to their destination via the Wabash Red 
Ball Fast Freight Service. ) 











) 


“WABASH 
REDBALL 


FAST FREIGHT 
' SERVICE 


2 NARI 
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GREAT TERMINALS 
Provide Unequalled Facilities for 


SHIPPERS and DISTRIBUTORS 


Centralized management and operation as- 
sure a uniform high efficiency and service to 
vessels and cargo interests alike—waterside 
storage eliminates one or more transfers. Ul- 
tra-modern machinery insures the safe han- 
dling of all classes of merchandise. Direct 
transfer ship to rail (except in New York, 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State Street, New York 


where the terminal is located in the “free 
lighterage limits”) allows the handling of 
cargoes with the utmost speed, safety and 
economy. 

Fireproof buildings with complete sprin- 
kler system enable our patrons to enjoy the 
lowest possible insurance rates. 


PHILADELPHIA TIDEWATER TERMINAL 


G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


KEYSTONE WAREHOUSE COMPANY 


Vol. XLV, No. 12 


NORFOLK TIDEWATER TERMINALS, Inc. 


J. A. Moore, Manager 
Norfolk, Va. 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 


10 Chestnut Street, Philadelphia 


Richard D. Jones, Western Traffic Mgr. 
1646 Transportation Bldg. - Chicago 


W. J. Bishop, Gen’l Mgr. 
Seneca & Hamburg Sts., Buffalo, N. Y. 


MERCHANTS WAREHOUSE CO. 


HARVEY C.MILLER President 
W.B.MCKINNEY Secretary & Treasurer 
COMMERCIAL TRUST BLDG. PHILA. PA. 
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SULLIVANO 


Electric Freight Service | 
Points 5,000 Miles 


| Central Electric Traffic Association 


Time in transit reduced 2 to 8 days between 800 electric railway 
points and 10,000 points in the South when shipments are routed 


ELECTRIC RAILWAYS 
Through Class Rates Apply 








Through Cincinnati, Ohio, and Louisville, Ky. 


Shipments move, via these Gateways, faster and more 
dependable over Electric Railways to points located within 
C. E. T. A. territory. 


For detailed information write L. E. Earlywine, Chairman, 
Central Electric Traffic Association, Traction Terminal 
Building, Indianapolis, Ind. 





5000 miles of track—quicker Mid-west Service 
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Mian wracwumuine 
in Kansas City 
reach 15 million 
people from /Kan- 
sas City at less 
transportation 
cost than from any 


other metropolis 
/ | BY RAM. 





BY WATER 


(By 1931); 







INDUSTRIAL COMMITTEE OF THE CHAMBER OF ‘COMMERCE 


KA Ry * AS € : f Y I am interested in this industry: 


M i S S O U R ] and I attach the coupon to my letterhead as as- 





’ jf surance of my interest, without obligation, of 
f course. 
Name 
Kansas City has 212 existing manufacturing <page 
ties—commodities bought in large volume which can be i 
made profitably here yet which now are bought in other Address cantina ae 


markets. “The Book of Kansas City Opportunities” tells ff 
a fact story pont will be sent without obligation. Kindly JN 


629 
use the coupon. 1162 


ae 7 
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TRANSPORTATION IN THE NORTHWEST 
Superb Train Service to 


The NEW G LAC E R The LUXURIOUS 
empire NATIONAL © orientat 
BUILDER PARK AND — gimitep 
Radio Equipped T h4 ‘a PAC | F | C Library Equipped 
NORTHWEST 


the Electrified Cascade Tunnel Route 


Select the New EMPIRE BUILDER or the luxurious ORIEN- 
TAL LIMITED for your trip to Glacier National Park this 
summer. You will enjoy a trip of unrivaled comfort—1200 
clean, cinderless miles behind super-power oil-burning and 
electric locomotives, a smooth water-course route, luxurious 
modern equipment and courteous service that makes every 
mile of travel a distinct pleasure. 


FREIGHT SERVICE 


Route your freight via Great Northern for fast, convenient and dependable 
service . . . between Saint Paul, Minneapolis, Duluth, Superior, Sioux 
City, Winnipeg, Billings, Butte, Spokane, Portland, Klamath Falls, Ore., 
Seattle, Tacoma, and intermediate points. 













Through Daily Merchandise Cars to and from Pacific Northwest and intermediate points. 










A. J. Dickinson H. H. Brown H. G. Dow P. H. Burnham 
Passenger Traf. Mgr. General Traffic Mgr. Eastern Traffic Mgr. Western Traffic Mgr. 
t. Paul, Minn. St. Paul, Minn. 233 Broadway attle, Wash. 

New York City 
C. W. Meldrum 
Asst. Gen. Pass. Agt. 
Seattle, Wash. 





5 W. Adams 5t. 
R. 620, Chicago, Ill. 







THE CLEAN, CINDERLESS, SCENIC ROUTE 
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Just as some men refuse to light “three on one match” because of the age-old \ 
falsism that it’s “bad luck”—so are many shippers still routing their oriental : 
cargoes via south Pacific ports because of the equally false notion that they ; 
\ 


are closer to the Orient. 
Habit, pure and simple, yet how many have drifted into it! 


As a matter of fact, the Port of Seattle, by reason of its strategic position, 
500 miles nearer to the Orient than any other American port, affords the 
exporter a rare combination of basic advantages: 





1. From one to seven days quicker deliveries to the principal markets of i N 
the Far East. i 

2. From one to seven days less “in transit” time with proportionate savings 
in insurance and interest charges. i 

( 

3. Low handling, insurance and storage charges at the $10,000,000 publicly 
owned terminals. ; 


4. Four trans-continental rail lines and innumerable trans-Pacific steamship 
lines affording more frequent service than through any other port. 


5. Expeditious, economical and efficient transfer from car to ship assured by " 
most complete handling equipment and facilities. i! 
Comparison of trans-Pacific routes will quickly convince you that you can save Seattle = oe Ra —_ i 
days and dollars by shipping—via Seattle! car ster Aone ot ( 
By the “established trade 


1,500 miles nearer. The 
saving in time is propor- 
tionate, depending upon 
speed of the vessel. 


route” via Honolulu, it is | i! 
il 
\ 







be handled with 


Up-to-the-minute equip- 
ment of the Port of I A equal facility and 


Seattle insures greatest dispatch. Four 


dispatch in transfer of trans-continental 
cargo from car to ship. Pp U B i | C aelisande andl omen 
Anything from a hun- trans-Pacific steam- 


eee TERMINALS Bee 
THE PORT OF SEATTLE 


Write for a copy of the Port of Seattle Yearbook—it contains much 
information and data valuable to traffic managers, manufacturers, 
exporters, importers and others interested in trading with the Orient. 
It’s free for the asking. 


Traffic Dept., Bell St. Terminal, Seattle, Washington 


Seattle 





— 


PSeattle to Yokohama 










Hawai? %e 


the Orient 
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The Free F valaiat Rate Service 


\ OF THE 


GERMAN RAILROAD COMPANY 


Freight Information Office 
11 Broadway, New York City 


i! The Deutsche Reichsbahn Gesellschaft, Hauptverwaltung, Berlin, authorized its general 
representative, Mr. Hans Engel, in February, 1927, to establish the German Railroad 
i Company Freight Information Office, 11 Broadway, New York City. 


} This bureau is thoroughly equipped to give full information and data of every con- 
1’ ceivable kind on freight shipments to and from Germany and Central Europe. The aims 
of this freight information bureau are as follows: 


1 |! 1. Advice free of charge is given to shippers and importers regarding freight 
i traffic and tariffs of Germany and all countries adjoining Germany. 


i) 2. Information may be applied for free of charge regarding favorable trans- 
i portation opportunities from, to, and in transit through Germany. 


i 3. Irregularities i in freight traffic with Germany, as far as it concerns routes 
via the German Railroad Company, are investigated on application. 


: 4. Furtherance of effective mutual traffic connections by observation of 
v freight traffic in order to establish actual demands. 


While all information is given free of charge, it is pointed out again that the information 
bureau does not attend to any forwarding or shipping of goods, and, therefore, inquirers 
. i) | are under no obligation whatsoever for any services received from the bureau. 


There are many American and Canadian business organizations especially prepared 
to export merchandise to Germany and, when it becomes a matter of making shipments and 
any specific questions as to railroad rates, routes, and other essentials arise, they are urged 
to make use freely of the services of this bureau for any particulars desired. 





Y 945” Write for latest map of Germany, free of charge. 


7 APPLY TO 


GERMAN RAILROAD COMPANY §: 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 
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LOWER RATES 


An Essential of Service 


THE REDWOOD LINE 


Serves The Mississippi Valley 


With Its Gulf-Intercoastal Steamship Fleet 


by 


Chicago San Francisco 
St. Louis Los Angeles 
New York Giving San Diego 
Birmingham Portland 
Mobile Seattle 


Houston ECONOMIC AL Tacoma 


Galveston Lake Charles 
Beaumont Orange 


THROUGH RATES 


REDWOOD LINE INC. 
General Offices 


1421 New Orleans Bank Bldg. . . . 226 Carondelet St. 


NEW ORLEANS 
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PEORIA—THE KEY FOR FAST 
FREIGHT SHIPMENTS 
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Combine Both Expedited Trunk Line Service and Fast 
Terminal Service for Expedited Thru Service by 
Routing Your Traffic Via Peoria Gateway 


Peoria and Pekin Union Railway Cempany 
Atchison, Topeka Santa Fe Railway , —_— 
Chicage & Alton Railroad Company 
Chicage & North Western Railway Com 
Bur & Quincy Railroad pany 
oaneee and Illinois Midland Railway 
cage, Rock Island & Pacifie Railway Com 
Scaee Cincinnati, Chicage & St. Louis ~ Cempany 
Illinois Central Railroad Cempany 


Cem 
New York, Chicage & St. L. BR. Ce. (L. E. & W. Dist.) 


Peoria Terminal Company 
Toledo, Peoria & Western Railread 


Route Bill of Lading Via 


(P. & P. U. Ry.) and Peoria, Ill. 


Postal Card Passing Reports Cheerfully 
Furnished on All Carloads. 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Illinois 
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* OFF LINE AGENCIES 


©GATEWAYS 
LTHOUGH the nearest actual 


gateway to Southern Pacific rails, 
as shown on our map ©, may 
indicate that your location is some 
distance from our lines, you are in fact no 
farther from our service than your distance 
from our nearest agency. At every point 
marked * there is a gen- 
eral agency representing all 
Southern Pacific Lines. 
Located at and traveling Ki, 
ty 
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Monterre 
New York City—Frt.-Pass.......... 165 Broadway 


There’s a Southern Pacific Representative Near You 
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from these agencies are well-trained men 
familiar with your local conditions and 
closely in touch with the vast territory in 
the United States and Mexico served by 
our lines, and, through agents abroad, with 
the situation in foreign countries. Backed 
by the support and co-operation of our 
, entire organization, they 
are splendidly equipped to 
afford you assistance in all 
transportation problems. 





You are cordially invited 
to use the facilities of our 
entire organization in any 
way we can serve you. 
Simply communicate with 
our representative nearest 
to you. 





Southern Pacific 
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The Traffic World 


An independent national journal of transportation; a working tool for traffic men 


Rail—Water— Motor Vehicle—Air— Material Handling and Distribution 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal.steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 

¥ only where a careful survey has demonstrated an ade- 


, quate traffic demand, and then only for the purpose of 


‘J permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 


7 ment and maintenance. 


Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 

§ tegulation from the rail carriers. 
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RAILROAD CONSOLIDATION 

N discussing railroad consolidation and expressing the 

opinion that it ought to be left to voluntary action 
mm the part of the railroads, subject to approval of the 
Commission in individual cases, without any attempt 
‘0 lay down any general plan, we have frequently said 
that, perhaps, no two men could agree on the details of 
ay such plan. We still think so. At least, the two 
jtominent railroad executives who have publicly dis- 
tussed the matter lately are in entire disagreement. 

Last week President Donnelly, of the Northern 
Pacific, speaking before the American Railway Engineer- 
ing Association, said that, on the whole, the plan pro- 
nulgated by the Commision satisfied no one and that the 
bill now in Congress, repealing the provision of law 
requiring the Commission to make a plan, should be 
enacted. On the other hand, W. H. Williams, chairman 


of the board of the Wabash, speaking before the Chicago’ 


Association of Commerce this week, expressed satisfac- 
tion with the Commision’s plan and the belief that it 
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would result in actual consolidations in the near future, 
in no way suggesting that the law compelling the pro- 
mulgation of a plan ought to be changed. 

Of course, the differences between these two men 
and among others who may have opinions on the subject 
may be influenced, in whole or in part, by the way in 
which the plan advanced by the Commission affects the 
particular properties in which they are interested, but 
the example serves to illustrate what we conceive to be 
the fact of impossibility of agrement. Mr. Donnelly has 
been a champion of the idea of consolidation, and yet he 
and Mr. Williams seem in hopeless disagreement as to 
the value of what has been done and as to what should 
be done. 

We still think little will come of consolidation. 


ARTICLES BY SORRELL 


N next week’s issue will begin a new series of trans- 
I portation articles by Professor Lewis C. Sorrell, of 
the University of Chicago. The general topic for the 
series is “Transportation, Production and Marketing.” 
The articles will discuss relations between transporta- 
tion, on the one hand, and production and marketing, 
on the other. Because of the emphasis placed on the 
idea of centralizing traffic functions under traffic man- 
agers, an attempt will be made to relate the organiza- 
tion of transport activities to the generally accepted 
principles of business organization. The viewpoint, of 
course, will more frequently be that of the manufacturer 
and merchant, who buy transportation service, but cer- 
tain aspects of the discussion, especially those dealing 
with the effect of carrier’s rates and service on market 
organization and practice, should be of interest to the 
carriers themselves. 

Traffic managers and employes of traffic depart- 
ments, whether railroad or industrial, should welcome a 
systematic presentation of the significance of their activ- 
ities. But, more than that, it should reveal to those 
largely unacquainted with the technicalities of traffic the 
numerous ways in which that activity affects all other 
activities encountered in business. That transportation 
is vital to present day economical life receives ready 
assent, but the precise way in which it affects commercial 
practice is not so readily perceived. 

Industrial traffic executives have been aware for 
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pany years that executives in other departments of 
wsinesSs have extremely inadequate notions of the part 
fat transport plays in their affairs ; indeed, it is probable 
hat the very excellence of the transport service tends to 
jevelop an easy acceptance of the condition, without 
guch thought being given to the reason for the smooth 
qnctioning of the machinery. In times of interrupted 
vrvice more attention is given to the subject. Such 
ailures of executives and employes in other departments 
i appreciate the relation of transportation to their daily 
tivities not only brings personal grief to the traffic 
an but prevents that effective coordination of business 
hat is a test of effective organization. 

Furthermore, the subject derives an interest from the 
pesent day emphasis on waste in various activities of 
fe, but especially in physical distribution. The studies 
wt the Department of Commerce in distribution, espe- 
y the study which it has sponsored in industrial 
tafic management, are largely inspired by the desire to 
fnd causes and remedies for the large amount of waste 
gsumed to exist. While it is difficult to state the amount 
# waste in convincing terms, it is certain that uneco- 
wmical practices do exist in marketing, and transporta- 
Bion, as a part of the distribution activity, will receive 
‘Gits share of attention, whether as a cause or as a sug- 
“Gxsted cure. Transportation specialists must be prepared 
“Ystudy their own activity from this point of view. 
: Professor Sorrell, who writes these articles, is pro- 
“Jissor of transportation in the School of Commerce and 
J Administration of the University of Chicago. He has 
‘Fwen associated with the educational activities of the 
"| Associated Traffic Clubs of America and he prepared the 

itticles on the various subjects, considered in the educa- 

ional program of the Associated Traffic Clubs, which 

‘an through the Traffic World in the latter half of 1929. 

# ie also has written other articles in this magazine. For 
@veral years he has been investigating the subject matter 
@ {the new articles and the discussion will largely incor- 
rate the results of that study. It is proper to state 
hat, before assuming responsibility for the transporta- 
ion courses at the University of Chicago, he was engaged 

i the marketing work and, therefore, brings to this dis- 

assion a marketing as well as a transportation point 

ifview. He is a forceful, interesting, and logical writer, 
@ ir and unbiased, as those who have read his previous 
Giticles know. 
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CONGRESS AS A REGULATOR 

EBATE in the House of Representatives on the bus 

regulation bill has produced additional argument 
in support of the contention that Congress should not 
lirectly exercise its power to regulate rates. 

“I would vote tomorrow to abolish the Interstate 
Commerce Commission and I would stay here all sum- 
ter to have the rates fixed by Congress, as ought to be 
lone,” said Representative Glover, of Arkansas. 

On the other hand,, Representative Rayburn, of 
Texas, long a member of the committee on interstate and 
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foreign commerce, said that every time he rose to discuss 
the transportation problem, “I do it with more and more 


humility. Therefore, as I say, realizing that, after 
these years of listening and some degree of absorption, 
it is more with humility and more of the knowledge of 
things that I do not know about this question than that 
I do know, that I approach them.” 

Representatives Fulmer, of South Carolina, and 
Rankin, of Mississippi, were certain that the Commission 
had asked the House committee on interstate and foreign 
commerce to include motor trucks in the motor vehicle 
regulation bill. The fact is, of course, that the Commis- 
sion, in its report as the result of its motor vehicle in- 
vestigation, recommended only that the motor bus in 
interstate commerce be regulated. 


Representative Garber, of Oklahoma, a member of 
the House committee on interstate and foreign com- 
merce, asked whether it was not a fact that, under the 
existing practice, Commission examiners went out and 
took testimony and made a decision called a report, “and, 
if that report is not appealed, then does it not become 
operative and effective?” It is not necessary, of course, 
to tell the readers of this publication what the fact is 
with respect to the duties of an examiner. 


No regulation of rates would be preferable by far to 
regulation by Congress as suggested by Mr. Glover. It 
requires only debate on a measure relating to transpor- 
tation to reveal the vast amount of misinformation prev- 
alent among members of Congress on the subject of the 
regulation of transportation. This does not mean that 
there are not a few members who make a study of the 
subject and know what they are talking about, but it 
does mean that chaotic conditions would obtain if Con- 
gress ever attempted direct rate regulation. 


HOLIDAY IN REDUCTIONS 


President Alba B. Johnson, of the Railway Business Associa- 
tion, has sent the following letter to presidents of chambers of 
commerce: 

“You must have observed a general assumption that no 
matter what the revenue reduction from rate adjustments, the 
railways can help business recovery with increased purchases 
and continue present-standard service. Do you not think it is 
time to dispell that delusion? We invite you to consider the 
enclosed draft of a resolution. Will you please inform us what 
if any expression you adopt and what means you use for arous- 
ing interest in it among executives, sales, and traffic officers of 
industrial and commercial concerns? 


“What we urge is a change not in the platform of organized 
business but in the practice of individual concerns. The Na- 
tional Industrial Traffic League for years has urged stability of 
rate levels through business ups‘and downs, while the United 
States Chamber of Commerce declared last May for ‘reasonable 
stability in the rate structure.’ The chamber advocated in 1920 the 
statutory rule of adequate income, which it has ever since de- 
fended against amendment; and the substitute rate-making rule 
drawn by the Traffic League defines the object as ‘opportunity 
to earn’ an income ‘the proper basis of credit .... to meet 
the transportation needs of the country.’ The National Associa- 
tion of Manufacturers has constantly reiterated appeals for con- 
servation of railway income. 


“In its latest statement on business prospects, the Confer- 
ence of Statisticians in Industry, organized by the National In- 
dustrial Conference Board, discusses ‘those who, when their con- 
fidence revives, will initiate the recovery.’ The statisticians 
mention the railways and say: 


With lower gross and net the managers must live in the hope that 
freight rates, long under erosion, may not be generally reduced to 
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“start up business,’ thus crippling the roads as actual stimulators 
of business recovery. 


“This means, of course, gross and net iower than 1929, the 
‘best year;’ and not even did that ‘best year’ as a whole reach 
534 per cent. What would be the average year even though 
rate levels declined no further? The past year and a half has 
seen miscellaneous ‘rate nibbling’ somewhat diminished, a tend- 
ency which should spread. The country, however, is in the 
midst of rate overhauling started by states, by Congress, and 
by the Interstate Commerce Commission. In various situations 
losses of revenue since 1921 seem to be far from offset by com- 
pensatory advances conceded or in sight.” 


HOLIDAY FROM RAILWAY REVEUE REDUCTIONS 
Suggestive Draft of Resolution 


Through vast expenditures our railways are functioning to sup- 
port business recovery. Reliance upon them is heavier because of 
curtailment in automobile manufacture and in building construction. 
For 1930 railway wages and purchases of steel, lumber and other 
materials for upkeep of equipment and road are estimated at 4% 
billions, with a capital program of more than another billion, sub- 
stantially exceeding 1929. Such outlays are in the public interest. 
They are not alone an emergegncy expedient. They mean preparation 
to continue superior service in meeting traffic increase. They represent 
modernization of facilities for operating economy. These expenditures 
the railways can only complete if justified by the prospect of earnings. 

Though obliged to keep equipped for October peaks, the roads 
during each year as a whole have had to yield a share in the national 
traffic gain to waterways and highways; while their ton-mileage has 
been further restricted by industrial and commercial decentralization. 
Traffic so limited has been hauled at rates tending generally down- 
ward since 1921. Only by drastic economy, largely secured through 
capital improvements, has income been somewhat strengthened in 
busy years. Approximating though not attaining in 1929 the income 
at which federal regulation statedly aims, the roads are now contend- 
ing with serious depression of current income below 1929 levels. 

All those engaged in overhauling rate structures can best promote 
business recovery by regarding advances to offset reductions as essen- 
tial in every adjustment, so preserving intact whatever total revenue 
can be earned upon the remaining traffic. Prosperity is never restored 
by reducing prices or costs. Recovery originates in commercial or 
investment outlay by industry, trade and transportation. Ability of 
the railways to perform that part now is the timely object of anxiety 
among executive, sales and traffic officers of business concerns. To 
regulatory and legislative -bodies, to railways and to shippers we rec- 
ommend a holiday from railway revenue reductions. 


SENATORS AND SAND RATES 


The Traffic World Washington Bureau 


A letter from Senator Brock, of Tennessee, to Walter H. 
Newton, secretary to President Hoover, relating to rates on 
building materials involved in I. and S. No. 3250, sand, gravel, 
slag, stone and chert between, from and to points in Mississippi 
Valley territory, was transmitted to Chairman McManamy, of 
the Commission, by Mr. Newton, it has been revealed by the 
correspondence in the docket in the case. 

“I do not want to bother the President with too many 
things,” wrote Senator Brock to Mr. Newton, “but I have just 
received a copy of a telegram sent to him by Governor Horton, 
of Tennessee, as to the Interstate Commerce Commission con- 
sidering freight rate increase on building materials in Tennéssee, 
Louisiana and Mississippi, and it does look like this is a bad 
time to do that, and especially in that particular section when 
these states are trying to carry out Mr. Hoover’s building pro- 
gram. If there is anything you can do, and if you think best, 
speak to the President about it, as I think it is worthy of 
consideration, and anything you do do in this connection will 
be highly appreciated by me. With the assurance I would not 
ask this if I did not think it was an entirely just complaint, I 
am cordially yours, etc.” 

Mr. Newton sent the following letter to Chairman McMa- 


namy: 
I am enclosing letter from Senator W.; E. Brock of Tennessee, 


which explains itself and is submitted for careful attention and con- 
sideration. 


Chairman McManamy replied that Senator Brock apparently 
had reference to rates proposed by carriers suspended in I. and 
S. No. 3250; that the proceeding had been fully heard, that briefs 
had been filed, that all those interested had been heard in 
oral argument, that the case now stood submitted and that a 
decision would be reached as soon as possible “on the record 
made before the Commission.” 

A similar letter was written to Senator Brock by Chairman 
McManamy except that the letter to the senator included the 
following: 


For your information, I will say that the proposed rates are 
based on.a distance scale which applies generally throughout the 
southeast, and while the application of that scale would increase 
many rates in the Mississippi Valley, its application has or would 
bring about ‘many reductions from and to other points in Tennessee 
and elsewhere. 


Senator Brock also was advised by Chairman McManamy 
that a decision would be reachéd in due course “on the record 
made before the Commission.” 
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The rates involved were recently made the subject of day-to. 
day attacks in the Senate by Senator McKellar, of Tennessee 


FREIGHT SERVICE COST VARIATION 


Dr. M. O. Lorenz, chief of the Commission’s bureay of 
Statistics, has prepared a study on the territorial variation j 
the cost of carload freight service on steam railways in the 
United States for 1928. It is a type-written document of fourteen 
pages of text and tables. He said that in determining the relg. 
tive level of frefght rates for various rate territories in the 
United States, the question of what was the relative cost of 
service in those territories became of importance. Comparisons 
of traffic density, he said, were often made, such comparisons 
being taken as an indication, but an indefinite one, of relative 
cost. Grades, fuel costs, temperature, and other conditions 
affecting operations, he said, were sometimes made the basis of 
comparisons, but that such details did not show what the net 
effect of all considerations should be in fixing a rate. As to the 
problem to be solved and how he had gone about it, Dr. Lorenz 
in part, said: 


The present study attempts to apply a statistical test to the 
territorial variation in total cost of carload freight service. With 
the available statistics, a completely satisfactory study cannot be 
made. Railroads often cross the boundaries of a rate territory, and 
hence the average costs have to be based on groups of railroads 
instead of on the operations performed within rate territories, The 
existing statistics and accounts also do not permit of a refined com- 
parison of unit costs between two groups of railways. There is no 
one unit of transportation service that has the same significance 
for each railway. What is desired is a measure of the comparative 
cost of performing the specific services indicated by tariff charges 
such as transporting a carload of lumber a given distance. 

It should be emphasized that our problem is that of finding 
relative cost and not the absolute unit costs upon which to base a 
rate scale. If the latter were the object, it would be necessary to 
have a more accurate separatica of costs than is here used, and t 
have an accepted rate base. For comparative purposes, the Inter- 
state Commerce Commission tentative or final values brought down 
to date are satisfactory whatever may be thought of the adequacy 
or inadequacy of the general level of those values. Such values are 
used herein to get the return on investment. Again, if one were com- 
paring the cost of performing various types of operations, additional 
precautions would be necessary, such as to compare only local train 
costs in one territory with local train costs in another. But the pro- 
portion of local and through trains may be affected by the volume 
and density of the traffic, and since these are territorial differences 
the effect of which we wish to measure, it seems proper to compare 
the average cost for whatever mixture of local and through and 
main line and branch line trains happens to exist in the various ter- 
ritories. The tariff rates do not depend on the kind of train in which 
a car happens to be hauled. 

The method of cost comparison herein employed is to divide 
the total sum required from the freight service to cover operating 
expenses, taxes, and return on investment of Class I railways into 
yard and station costs on the one hand and all other costs on the 
other hand. The yard and station costs, after excluding those at- 
tributable to the platform and clerical expenses connected with less 
than carload freight, are compared with the number of carloads orig- 
inated, terminated, or interchanged equated to a common basis, while 
the other costs are compared with the number of gross ton-miles 
hauled in revenue freight service. A separate computation is also 
given on the basis of loaded car-miles. The gross ton-mile basis, 
which combines the weight of cars and contents, including empty 
haul, reduces at least partly to a common denominator line haul move- 
ments of varying load per car but not completely. Roads with traffic 
consisting chiefly of coal or iron ore have much heavier average train 
loads and lower unit costs, not only per net ton-mile but also per 
gross ton-mile, than do roads having a miscellaneous mixture of 
freight. As being in a class by themselves, the coal and ore roads 
have been excluded from the summary totals. 


Four tables are used in the study. The first shows the 
relative cost on the gross ton-mile basis, the loaded car-mile 
basis, the ton-miles per loaded car-mile and the percentage of 
empty car-miles. As to that table Dr. Lorenz said that it showed 
that, generally speaking, no marked difference was shown 
whether one used the loaded car-mile or the gross ton-mile basis. 

The second table pertained to switching and station work, 
the unit being the carload handled. He said no allowance was 
made for varying weights of car weights because, he said, the 
variation in the average carload was not wide. The third table 
showed the unit costs based on the data in the second table. 

The fourth.table pertains to the relative importance of 


operating cost, capital cost and passenger deficiency in the 
various regions. In connection with that he said that capital 


cost was largest in relation to operating expenses in the, 


mountain-Pacifie group and smallest in the southwestern. 


IRON PIPE TARIFFS EFFECTIVE 

The Commission, March 18, refused to suspend the tariffs 
proposing to increase rates and minimum weights on cast iron 
pressure pipe from Coshocton, Newcomerstown, and Addystot, 
O., and Scottdale, Pa., to destinations in Official and Wester? 
Trunk Line territories, dated to become effective March 20 (se 
Traffic World, February 22, p. 491). The main object of the 
tariffs was to bring the rates up to the level of those prescribe 
im the Hoch-Smith iron and steel case, 155 I. C. C. 517. 
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Current Topics in 
Washington 
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Attack by the railroads serving 
the Louisiana but not the Texas ports 
over their own rails on the order of 
the Commission in the Galveston com- 
mercial case (160 I. C. C. 345) and 
revival, by the western Pennsylvania 
and eastern Ohio coal operators, of the nearly 20-year-old lake 
cargo coal question (Traffic World, March 15, p. 705) have 
served to concentrate attention on the vital point in the two 
cases. That is the scope of the Commission’s power under the 
third section of the interstate commerce act. If the courts 
uphold the decision in the Galveston case, the Commission will 
become, Many think, an absolute monarch in prescribing the 
areas in which a single plant, other conditions being equal, may 
do business. 

In the Galveston case the Commission deliberately kicked 
into the dust heap the rule for determining what constituted 
undue prejudice it laid down in the Ashland Fire Brick case 
(22 I. C. C. 115). Briefly, that rule was that, if a railroad, by 
its own act, could remove a prejudice, that prejudice was undue. 
Being undue, it was unlawful. In the Galveston case it delib- 
erately broadened the rule. Under the broadened rule, backed 
as it is by some of its own decisions and decisions of the courts, 
it held that the structure of rates maintained by the lines serv- 
ing the Louisiana ports, but not the Texas ports, over their 
own rails, constituted undue prejudice, to be removed in such 
way as to bring in the relative adjustment of rates it had 
prescribed in an effort to give Texas ports what it thought was 
their just due. 

Without thought as to the merits of the claims of the rival 
ports, or of the coal controversy, the revival of the lake vargo 
coal case and the litigation about the Galveston case has sug- 
gested that, under the rule laid down in the latter case, the 
regulating body could make a final disposition of every differ- 
ential case that would have to stick because no railroad could 
negative the intent shown by the Commission in the last deci- 
sion in the lake cargo case, either by its own act or by the 
joint action of itself and some of its neighbors. The lake cargo 
coal adjustment now in effect is not the one prescribed by the 
Commission, but the compromise made by the railroads. 

The Louisiana-Texas port adjustment is that which the inde- 
pendent action of the lines claiming to serve only the Louisiana 
ports brought about. 

Of course, loose-tongued commentators, many times, have 
declared that the Commission is the absolute urkiter of the 
business destiny of many, if not all, communities, because its 
decision in a particular case has not pleascd them. In the 
event of the courts sustaining the Galveston decision, many 
believe, the condition declared bv the loose-tongued ones to exist 
will more nearly be the fact than at present. The Galveston 
case promises to make speed to the Supreme Court of the 
United States. It has been set down for argument at New 
Orleans on May 1. 


Commission Reaching 
for Power in 
Galveston Case? 





Lines in the southwest and in 
Western Trunk Line territory this 
month put in excursion rates for 
the benefit of those desiring tc 
attend the performances of the 
Chicago Civic Opera Company and 
the German Grand Opera Company, the latter singing the heavy 
Wagnerian ring operas, Tristan und Isolde and, perhaps, others. 
They made a round-trip rate of oné and a half times the one- 
way fare from points within about 200 miles of the city in 
Which the singing was to be done. They filed their fares on 
short notice, as if they had reached the conclusion that the 
opera season might be a help to them too late to give the 
usual 30-day notice. 

Passenger officers will be the judges as to whether results 
were worth while. Those who know what can be done with 
the family sedan in getting folks to and from a given point are 
inclined to doubt whether the fares are low enough to attract 
much business, without thinking of whether grand opera com- 
panies can compete with tabloid presentations of grand operas 
over the radio. In a sedan four persons split a 10-cent a mile 
cost four ways, or 2.5 cents a mile each. Under the fare and 
a half plan each person pays 5.4 cents a mile. Here in the 


Grand Opera a Help 
for the Despondent 
Passenger Departments? 
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east, the automobile mileage westward across the Appalachian 
Mountains is often much less than the railroad mileage. For 
instance, the short-line distance from Washington to Pittsburgh, 
all-rail, is 302. The automobile mileage is a little more than 


* 235. 


Day coaches, with practically all seats taken, on fares for 
the round trip equal to the one-way fares, would compete with 
the automobile, it is believed, and yield a good return to the 
railroads. 





In a legislative sense, all the 
time that has passed since the cal- 
endar day of Monday, January 6, is 
yet to come, so far as the United 
States Senate is concerned. Every 
edition of the Congressional Rec- 
ord, the newspaper Congress publishes, at public expense (for 
its own glorification, some think), over the part devoted to the 
words of the Senate, has been marked “legislative day of Mon- 
day, January 6, 1930.” Just above that line, however, the 
veracious Record carries a line showing the real day. On Janu- 
ary 6 the Senate began consideration of a phase of the tariff 
bill. That phase has been kept continuously before the Senate 
since then. No adjournments—only recesses—have been taken 
since then. There is some parliamentary advantage in that. 

In the older or, perhaps, earlier days, the Senate, solemnly, 
on the last day of a short-term session, turned back the hands 
of the clock so that it could finish its work. However, the hands 
are not turned back when there is a long legislative day. The 
clock is allowed to run, but its running is ignored, so the fiction 
of a single day lasting many actual days may be maintained. 


Joshua Stopped the Sun; 
the Senate, Fictionally, 
Stops the Clock 





Classification, politically, genealogically, 

Add Things or in any other way, of the Adamses—yes, the 
Adamses of Massachusetts—is no harder than 

Dangerous to to understand the Einstein theory. Ruefully, 
Undertake in their hearts, at least, one newspaper cor- 


respondent and two United States senators, 
have learned that great truth. The correspondent found a letter, 
written by Charles Francis Adams in 1908, in the course of 
which he referred to the believers in a protective tariff as 
“swine” and the fruit of such a tariff as “swill.” He also spoke 
of those who received the benefit of that character of customs 
law as “thieves,” including himself. 

For several days the newspaper man had a fine time writing 
about the hot words that fell from the 22-year-old letter, describ- 
ing the author as Charles Francis Adams, Secretary of the Navy 
in President Hoover’s cabinet. Senator Connally, of Texas, and 
Senator Blaine, one a Democrat and the other a Wisconsin 
Republican of the La Follette type, also made merry. It was 
rich, they thought, that Hoover had picked such a man to foist 
on the faithful of the Smoot type. 

Senator Allen, of Kansas, sharp-nosed, did not like the smell 
of the story. It might, he thought, be a dead fish. Saying that 
he had no particular objection to the classification of some 
senators as “sons of the wild ass of the desert,” he said he 
thought it a bit rough to have an Adams, descended from John 
Adams who, with Thomas Jefferson, was a “first protective 
tariff leaguer and, therefore, the spiritual forebear of Reed 
Smoot and Grundy,” say such harsh words about senators who 
believe in a protective tariff. He dug into the Adams genealogy, 
but trod lightly, tracing the line definitely through John Adams, 
the first john Quincy Adams, his son, through Charles Francis 
Adams, son of the fourth president, American minister to Paris 
up to 1861, and, therefore, presumably, a Democrat, appointed 
by President Buchanan, and thence to Charles Francis Adams, 
son of the diplomatist, who became a brigadier general in the 
Civil War and later was president of the Union Pacific. He 
made a little side excursion, finding that a John Quincy Adams 
was the Democratic nominee in 1872 for vice-president against 
Horace Greeley’s union ticket, supported by one wing of the 
Democrats. One of the things he found was that not one of 
the early Adamses, in their writings, had spoken of believers 
in protective tariffs as “hogs” or as having swinish instincts, 
though some of them had gone far with the low tariff party 
that claimed spiritual descent from Thomas Jefferson. 

The Kansas senator found that it was the Union Pacific 
man who had written the letter which, in gleefulness, the news- 
paper man and the senators from Texas and Wisconsin had 
pinned on the present Charles Francis Adams, who, like many 
other Massachusetts Republicans, may have had leanings toward 
a low tariff or even toward free trade. 

“I merely present the facts this morning,” said the Kansas 
senator, “in order that we may have in the Record the exculpa- 
tion of the Secretary who did not utter the words attributed 
to him by the senator from Texas; and, having thus exculpated 
him, Mr. P :sident, I ask unanimous consent that the President 
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of the United States be restored to the normal affections of 
this body until something else comes up that will give his 
opponents in this body another opportunity to assail him.” 

Among the other facts presented by the suave Kansan was 
that the Charles Francis Adams who wrote the “swine” letter 
was not in the Hoover cabinet, having died in 1915. 





In the course of observations on the 
nomination of Commissioner Tate, Senator 
McKellar, of Tennessee, said “it was com- 
monly understood in my part of the country 
that Judge Taylor (former Commissioner 
Taylor), although claiming to be a Demo- 
crat, had failed to vote for the Democratic nominee for Presi- 
dent three successive times;” also that “it was commonly re- 
ported at the time that Mr. Taylor had not voted for Mr. Bryan 
under any circumstances.” 

The Tennessee senator has taken back all he said along 
that line. The former commissioner wrote to him saying that 
not only had he voted for Bryan three times but for every other 
Democratic nominee, including Alfred E. Smith. Senator Mc- 
Kellar said he took great pleasure in announcing that he had 
been misinformed on the subject of Mr. Taylor’s regularity; 
that Senators Heflin and Black, of Alabama, had told him that 
Mr. Taylor was a lifelong Democrat, outspoken in his allegiance 
to the principles, policies, and candidates of his party at all 
times. Just to show how much pleasure he took in retracting, 
he closed his observations with: “I take great pleasure in 
making this statement for the Record,” in addition to saying 
that Mr. Taylor was a gentleman of high character and standing 
and that he, McKellar, regretted having said what he did. 

Senator McKellar sits ten or fifteen feet from the senators 
from Alabama. It is suggested that he could not find them on 
the day he made his speech in opposition to Commissioner Tate, 
in which his effort was to show that a real Democrat should 
have been named for the Taylor vacancy. If he could have 
found them he would not have fallen into the error of putting 
Mr. Taylor out of his party.—A. E. H. 


RECIPROCAL BUYING 


The Traffic Worid Washington Bureau 


Testimony relating to efforts made to sell Mechanical Man- 
ufacturing Company draft gears to the Atlantic Coast Line was 
heard March 18 in Washington in further hearing on the com- 
plaint of the Federal Trade Commission in No. 1727, against 
the Mechanical Manufacturing Company; R. O’Hara, manager, 
and W. A. Mayfield, assistant manager, of the traffic department 
of Swift & Company, charging unfair methods of competition. 
John W. Addison, trial examiner, and E. F. Haycroft, attorney 
for the trade commission, conducted the hearing. 

The witnesses heard were the following officials of the 
Atlantic Coast Line: George B. Elliott, president; C. McD. 
Davis, vice-president; F. H. Fechtig, purchasing agent; and R. 
J. Turnbull, assistant to general superintendent of motive power. 

The Atlantic Coast Line was solicited to buy the Mechanical 
company’s draft gears, but no purchases were made, according 
to the testimony. 

The witnesses were questioned as to correspondence be- 
tween the Atlantic Coast Line and Swift & Company, R. O’Hara, 
and 'W. A. Mayfield with respect to the draft gears. 

Mr. Elliott said the policy of the railroad company was to 
make its purchases on the merit basis and on the approval of 
the mechanical department. He said the company had not been 
swayed by the possibility of obtaining traffic if certain pur- 
chases were made. It was brought out in the course of the hear- 
ing that the price of the Mechanical draft gear was $65 as 
against $50 the Atlantic Coast Line was paying for such equip- 
ment. Asked why no purchases had been made of the Mechan- 
ical gear, Mr. Elliott said the price was higher than the company 
was paying for a satisfactory gear and also that no report 
recommending purchase of the gear had been made by the 
mechanical department of the railroad. 

Mr. Davis testified as to correspondence relating to the 
matter. He said that at one time Mr. Mayfield called him on 
the telephone urging that the mechanical department make a 
test of the gears. The effect of his testimony was that he had 
recommended that the gear be considered by the mechanical 
department on its merits and without reference to the traffic 
of Swift & Company that might be handled by the Atlantic Coast 
Line. A representative of the railroad made an inspection of 
the gear, according to the testimony. 

A copy of a letter dated January 2, 1928, to S. H. Dare, 
general western freight agent of the A. C. L., signed “Swift & 
Co.,” and containing the initials, ‘““R. O. H.” stated that the 
Swift interests, “through their ownership of the Mechanical 
Manufacturing Company” were putting out the Drable draft 
gear and the Durable centering device and “are e. ‘ecting the 
carriers that they patronize liberally to reciprocate .v using a 
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share of these gears and centering devices on their equipment: 
with the understanding that the price is in line and the draft 
gears are second to none on the market.” 

Another letter put in the record was from Swift & Company 
It was dated January 14, 1930, it 
stated that in 1929 “you handled 7,622 carloads of our freight 
and in 1928, 5,916 carloads,” and that the A. C. L. was one of a 
very few lines showing an increase over 1928 because of the 
smaller volume of live stock receipts in 1929. A similar letter 
dated January 23, 1929, stated that the A. C. L. had handled 
5,916 carloads in 1928 and that “we consider that a very goog 
— in view of the extreme shortage of cattle 1928 under 
1927. 

A letter from Mr. Dare to Mr. Davis, dated May 3, 1999 
stated that Mr. O’Hara had expressed himself that day as to the 
apparent lack of interest on the part of Mr. Dare in pushing 
the matter of their draft gear with the A. C. L. This letter set 
forth that Mr. Mayfield had informed Mr. Dare as to progress 
of negotiations with other southern railroads—the L. & N., the 
Seaboard and the N. C. & St. L. Mr. Dare passed this informa. 
tion on to Mr. Davis for what it might be worth. 

Mr. Davis said he advised Mr. Dare that the latter was 
correct in assuming that the question of purchase of draft gears 
rested with the mechanical department and that the question of 
traffic would not influence the situation. 


Mr. Fechtig said there was no question, from reading the 
correspondence, that Swift & Company wished to do business 
on a reciprocity basis but that that “cut no ice” with the A. C, L. 
He said he had been purchasing agent for 36 years and that 
purchases had always been made on the merits of the articles 
required and that he had never been requested by the freight 
department to “turn business one way or another.” Mr. Turn- 
bull testified briefly with respect to documentary evidence. 


O. A. Wallace, of the car repair department of the Atlantic 
Coast Line, testified at the hearing March 19 that he had in- 
spected the Mechanical company’s gear and had found some of 
the castings very rough and that would cause the gears to 
stick. He said he told Mr. Mayfield after the inspection that it 
was the policy of the A. C. L. to make tests of draft gears and 
consider all the facts before making an application of them. 
He said Mr. Mayfield said that Swift & Company was giving 
the A. C. L. a considerable amount of business—something like 
5,000 cars a year—but added that he did not reply to that. 


H. C. Pearce, director of purchases of the Chesapeake & 
Ohio, Hocking Valley and the Pere Marquette, and J. W. Small, 
chief mechanical officer of the Chesapeake & Ohio, testified as 
to purchase of 250 sets of the Mechanical company draft gears 
by the C. & O. for test purposes on suggestion of W. J. Hara- 
han, at the time president of the C. & O. Mr. Small testified 
that he inspected the gear and that a laboratory test was made 
of a set. From the tests, said he, he could not see his way 
clear to recommending the gear. He said he talked the matter 
over with Mr. Harahan who felt that a service test of the gear 
should be made and for that purpose 250 sets were purchased 
and put on 40-ton ventilated box cars. On cross-examination 
Mr. Small said the company had had no trouble with the gears 
thus far. 

The hearing was adjourned March 19 to New York City 
where a hearing was scheduled for the following day. 


CONDITION OF EQUIPMENT 


Class I railroads on March 1 had 122,327 freight cars in 
need of repair, or 5.5 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was an increase of 583 cars over the number in need of 
repair on February 15, at which time there were 121,744, or 5.5 
per cent. Freight cars in need of heavy repair on March 1 
totaled 86,311, or 3.9 per cent, an increase of 1,063 cars compared 
with the number on February 15, while freight cars in need of 
light repair totaled 36,016, or 1.6 per cent, a decrease of 480 com- 
pared with February 15. 

Class I railroads of this country on March 1 had 8,342 1loco- 
motives in need of repair, or 14.8 per cent of the number 02 
line. This was a decrease of 199 compared with the number 
in need of repair on February 15, at which time there were 
8,541, or 15.2 per cent. Locomotivesin need of classified repairs 
on March 1 totaled 4,509, or 8 per cent, a decrease of 126 coml- 
pared with February 15, while 3,833, or 6.8 per cent, were in need 
of running repairs, a decrease of 73 under the number in need 
of such repair on February 15. Class I railroads on March 1 
had 6,525 serviceable locomotives in storage compared with 6,011 
on February 15. 


FINAL VALUATION 


Valuation No. 741, Fort Worth Belt Railway Co., opinion No. 
(B-761, 29 Val. Rep. 457-82, final value for rate-making purposes of 
the property owned and used for common carrier purposes, foun 
pe oe a ne of the property used but not owned, $147,317, 4§ 
of June 30, a 
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Decisions of Interstate Commerce Commission 





HOCH-SMITH IRON AND STEEL 


With Commissioners Eastman, Porter and Lewis dissenting, 
the Commission, in No. 17000, part 6, Hoch-Smith iron and steel, 
on reconsideration, has affirmed its denial, in the original report, 
155 I. C. C. 517, of alternative rates on bars, plates and shapes, 
based On &@ Minimum of 80,000 pounds. The rates prescribed on 


\ iron and steel articles in that original report are to become 


effective, on statutory notice, on May 20, except on cast iron 
foundry annealing pots. The order in the case, some time be- 
fore this reconsideration, was amended so as to make March 
9 the effective date as to those annealing pots. 

Throughout the hearings the Jones & Laughlin Steel Cor- 
poration advocated, according to the report, two scales based 
o the C. F. A. fifth class rates, one on the basis of 85 per 
cent of that scale, with a minimum of 40,000 pounds, and the 
other 70 per cent of the fifth class rates, based on an 80,000- 
pund minimum. Many of the shippers, the report said, opposed 
splitting the iron and steel list in the way proposed. Others, 
however, advocated splitting it so as to make bars, plates and 
shapes, on a high minimum, subject to lower rates. The Com- 
mission, however, was not persuaded by the arguments that 
bars, Dlates and shapes should have lower rates, because, as 
advocates of alternative rates asserted, they were in the nature 
of raw materials only a short step ahead of billets and blooms, 
which took lower rates because they were generally regarded 
as raw materials. 

Commissioner Eastman said he was not convinced that the 
conclusion of the majority was right. He said the rates fixed 
were relatively high and were considerably higher than those 
on billets and blooms, the basic raw material from which fab- 
ricated products were made. He said the bars, plates and shapes 
as they came from the rolls, not farther finished than sheared, 
were only one short step ahead, in the process of manufacture, 
of billets and blooms and were more nearly analogous to billets 
and blooms than to most of the fabricated iron and steel articles. 
He said they loaded as heavily as billets and blooms, were 
worth but little more and were largely used as raw material 
in manufacturing plants. He said it seemed to him that there 
was a genuine demand and need for a third classification of 
iron and steel articles between the billets and blooms, on the 
one hand, and the great mass of fabricated products, on the 
other. 

Commissioner Lewis joined in that dissent. 
Porter noted a dissent. 


Commissioner 





CRUDE GLYCERINE EASTBOUND 


The Commission, on further hearing, in No. 19334, Armour 
& Co. vs. Santa Fe et al., has reversed division 4 in its finding 
in the original report, 147 I. C. C. 454, that a rate of $1.255 on 
crude glycerine, in tank cars, from Los Angeles, Calif., to Chi- 
cago, Ill., between February 26, 1925, and August 23, 1926, was 
not unreasonable. The Commission found that that rate was 
unreasonable to the extent that it exceeded a rate of 90 cents. 
Reparation was sought to the basis of a rate of 85 cents, ap- 
Dlicable to shipments in tank cars or in barrels from Chicago 
to Los Angeles. That rate, on September 14, 1926, was estab- 
lished from Los Angeles to Chicago. Reparation was awarded 
to the basis of the 90-cent rate. That rate was applicable from 
Los Angeles to Chicago on crude glycerine in barrels, while 
the rate in tank cars was $1.255. The railroads agreed with 
the complainant, said the report, that the rate in tank cars 
eas not have been higher than the rate on crude glycerine in 
arrels. 


FOUNDRY CORE OVEN RACKS 


Three carloads of foundry core oven racks, shipped from 
Kenosha, Wis., to Muskegon, Mich., in September, 1927, forced 
the Commission, by division 2, in No. 22436, Greater Muskegon 
Chamber of Commerce vs. Pere Marquette et al. to wrinkle its 
brows before it came to the conclusion that a fifth class rate 
of 26.5 cents, minimum 30,000 pounds, would have been reason- 
able. That was the rate collected by the carriers. 

After the carriers had thought about the matter they came to 
the conclusion that their tariffs required them to collect $1.54. 
They presented their bill to that effect. That caused the filing 
of this complaint. Foundry core oven racks, made of angle iron 
and ordinary piping, not being specifically mentioned and pro- 
vided for in the classification, there was trouble in arriving at 


the rate to be charged. The complainant suggested the use of 
the analogy rule. Application of that would have brought a 
fifth class rate, 30,000 pounds minimum, subject to Rule 34, 
because that analogy rule, as the complainant thought, would 
suggest other sorts of racks. But the Commission said that 
because the racks were not boxed or crated, the analagous rule 
was not applicable. It figured out that the racks, not being 
shipped in any form authorized by the classification, were sub- 
ject to a rating of three classes higher than the rate that would 
have applied had they been shipped packed as required by pack- 
ing rules. The racks were shipped loose. The Commission 
said the racks were subject to three and one-half times first 
class or $2.695 per 100 pounds. It therefore said that there were 
outstanding undercharges of $1,117.09, but that that rate was 
unreasonable to the extent it exceeded 26.5 cents on a minimum 
of 30,000 pounds but not unjustly discriminatory. 


SOUTHERN BRICK TO FLORIDA 


In a report written by Chairman McManamy, in No. 21025, 
Dann-Gerow Co., Inc., et al. vs. A. G. S. et al., the Commission, 
by division 2, has found unreasonable the rates on common 
brick, hollow building tile, and brick other than common, as 
defined in the General Brick case, 68 I. C. C. 213, 80 I. C. C. 179, 
from points within the south to Clearwater and St. Petersburg, 
Fla., and prescribed new ones effective not later than May 26. 
Reparation was denied. 

Complainants sought joint rates to Clearwater and St. 
Petersburg from all the territory on and east of the Mississippi 
River, representing 11 per cent of the joint first class rates 
prescribed for like distances based upon short-line distances 
via gateways west of Jacksonville or rates based on the distance 
scale prescribed in the Southern Brick case, 88 I. C. C. 543 and 
155 I. C. C. 730, plus arbitraries graduated according to distance 
and equal to 15 per cent of the scale for that part of the haul 
within the Florida peninsula, distances to be computed over the 
shortest possible routes. The complaint brought the Jack- 
sonville combination method of making rates to the peninsula 
of Florida to the attention of the Commission in the matter of 
rates on brick. Chairman McManamy said that the Commission 
had condemned the jacksonville combination in the Southern 
Class Rate Investigation, 100 I. C. C. 513, and that the record 
contained nothing to warrant a continuance of that method in 
constructing rates on brick and related articles to Clearwater 
and St. Petersburg. 

The finding was that the rates on common brick, hollow 
building tile and brick other than common, as defined in the 
General Brick case, from points within the territory of origfn 
mentioned, Clearwater and St. Petersburg, were not unreason- 
able in the past, but were and for the future would be unrea- 
sonable to the extent they exceeded or might exceed rates de- 
termined by the application of the distance scale in the Southern 
Brick case to the entire distance plus the arbitraries shown in 
an appendix for that part of the haul lying south of the Seaboard 
Air Line extending from River Junction, Fla., to Jacksonville, 
Fla., the distances to be computed over the shortest routes over 
which carload traffic would be moved without transfer of lading. 
The scale of arbitraries follows: 

* ( 
Cents Oak 


Distance 

EE OE Pe eT PE Oe eT 1.5 1 
a cine nao kh Se We eReS enw ae oe o5-up bee 2 1.5 
ee cai ever easwedeuseccesbeanbecetwees 2.5 2 
I re er eee 3 2.5 
RO rr ee ee eee 3.5 3 
ke US SE rrr ee nee ee 4 3.5 
er er at ieds cessed edbebe ce senses nee eiess 4.5 4 
ge ee ee Oe ee eee 4.5 


*Arbitraries—on brick other than common, and hollow building tile. 

yArbitraries—On common brick. . 

Commissioner Brainerd said that he concurred in the find- 
ing as to the future, but that he was of the opinion that in the 
absence of the showing of changed conditions the rates should 
have been found unreasonable as of the time when assessed. 
Therefore, he dissented from the finding as to the past. 


LUMBER RATE AND ROUTE 


The Commission, by division 2, in No. 22049, Blue Grass 
Flooring Co., Inc., vs. Louisiana & Arkansas et al., has found 
inapplicable a rate of 44 cents on gum lumber, from Jonesville, 
La., to Shawnee, Ky. It found that the applicable rate was, 42 
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cents, made by using the combination rule providing for a shrink 
of factors, and awarded reparation to that basis, $77.76. 

A discussion of the duty of carriers to establish through 
routes and reasonable rates, which overshadows the mone 
issue, is contained in the report. The complainant asked for 
the establishment over the route of movement which had been 
designated in the billing of a rate of 38 cents, applicable over 
a number of routes described by the Commission, but not over 
the route of movement. The Commission said that the rate 
sought was applicable over the route of movement between Sep- 
tember 30, 1922, and April 27, 1926, when the combination over 
the route of movement was increased to 42 cents, so that the 
L. & N., would receive a longer haul. As to the duty of carriers 
to establish through routes and rates, the Commission said: 


The statute makes it the duty of common carriers subject to 
the act to establish through routes and just and reasonable rates 
applicable thereto. Where this duty has been fully met and dis- 
charged and there exists both such reasonable through routes and 
other routes by combination over which no joint through rates apply, 
the carriers in our opinion are not required to maintain a parity of 
rates over both such routes, but may properly maintain through joint 
rates over joint through routes that are somewhat less than the 
combination of locals used to make the through rate applicable over 
the combination route, provided that neither rate, under all the facts 
and circumstances, is more than just and reasonable for the service 
performed. In this connection the fact that there are several through 
routes open with reasonable joint through rates applicable thereto 
and that the effect of establishing a parity of rates over all routes 
would deprive one or more carriers of its legitimate claim to the 
long haul are all matters to be considered and given weight in de- 
termining whether the rates assailed are reasonable. 


Chairman McManamy, dissenting in part, said that the evi- 
dence showed that 38 cents, the rate for which the complainant 
asked, would have been a maximum reasonable rate. He said 
the complainant should not have been denied such a rate merely 
because it could have obtained it by using a different route. 
He cited Deere Plow Co. vs. St. L.-S. F., 120 I. C. C. 67, in sup- 
port of his proposition. 


COAL LINE-HAUL AND SWITCHING 


In a report written by Commissioner Farrell in No. 21395, 
Bigelow-Hartford Carpet Co. vs. New Haven et al., the whole 
Commission, dealing with a case presented under the shortened 
procedure, has found unreasonable a rate of $1.45 per long ton 
on coal from East Providence Wharf, Fox Point, South Prov- 
idence -and Harbor Junction Wharf, all points within the Prov- 
idence, R. I., district to Clinton, Mass., to the extent it exceeded 
$1.38, between May 9 and October 1, 1927, and awarded repara- 
tion. The rate of $1.38 is the distance rate for 61 miles, the 
mileage from Providence to Clinton, established in State of 
Connecticut vs. New Haven, 161 I. C. C. 211. 

Further findings were that a switching charge of 40 cents 
per ton, collected by the Boston & Maine, for taking coal from 
the interchange point to the plant of the complainant, 2,800 
feet, had not been shown to have been or to be unreasonable; 
and that it had not been shown that the assessment and collec- 
tion of the switching charge in addition to the line-haul rate 
was or is unreasonable. 

Until 1927 the New Haven made deliveries at the plant of 
the complainant without any additional charge for the switch- 
ing on the theory that it owned the track on which delivery 
was made. After the settlement of the controversy about title 
to that track had been made, the Boston & Maine imposed the 
40 cents per ton charge because the track had been found to 
belong to it. Thereupon the total paid by the complainant for 
coal from Providence became $1.85. It quit taking coal from 
Providence because it could obtain the coal via Boston at the 
line-haul rate of $1.45, which obligated the New Haven, which 
had the line-haul, to make delivery. But it desired to receive 
coal again from Providence and to test the question whether 
the total charge of $1.85 was or was not unreasonable, with the 
result as before set forth. 

Commissioner Eastman, with whom Chairman McManamy 
agreed, dissented. He said the question was as to whether that 
switching charge of 40 cents a ton, for a 2,800 foot haul, had 
been justified, because it had been shown that it was reason- 
able. In view of the fact that the Boston & Maine said it was 
imposed because that was the amount assessed at interior junc- 
tions where lack of competition made absorption unnecessary, 
Mr. Eastman asked if that was sufficient justification. He 
thought not, especially in view of the fact, he said, that in 
Boston Wool Trade Association vs. Director-General, 69 I. C. C. 
282, the Commission fixed a switching charge of $10 per car 
for longer and more complicated switching in the Boston dis- 
trict, with direction to the carrier having the line-haul to ab- 
sorb one-half of the $10, thus leaving the net charge to the 
shipper only $5 per car. He pointed out that the 40 cent rate 


yielded, even when the car was not loaded in excess of 40 tons, 
$16 for that 2,800 feet of switching. His thought was that the 
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charges should have been found unreasonable to the extent 
they exceeded those which would have accrued at a rate of 
$1.38 plus a charge of $5 per car. 


RATES ON CHAIRS 


No. 22189, Jackson (Miss.) Traffic Bureau, for Mississippi 
Bedding Co., vs. A. G. S. By division 3. Rate, carload of com. 
mon wooden chairs, Cleveland, Tenn., to Jackson, Miss., unrea. 
sonable to the extent it exceeded a combination of 98.5 cents 
Reparation of $9.97 awarded. The finding is without prejudice 
to any different conclusion that may be reached in No. 17009 
part 5, Hoch-Smith furniture. 


SOO LINE ABANDONMENT 


The Commission, by division 4, in Finance No. 7724, Min. 
neapolis, St. Paul & Sault Ste. Marie abandonment, has author. 
ized the applicant to abandon about 32.31 miles of its line jn 
Aitkin and Crow Wing counties, Minnesota, hitherto used in 
serving the iron mines in Cuyuna Range in Crow Wing county. 
The investment in the part to be abandoned was estimated at 
$798,538. 

The Soo Line asked for permission to abandon that part of 
its line because it was no longer profitable and because the 
Commission in Joint Operation by Northern Pacific and Soo 
Ry. Cos., 154 I. C. C. 279, authorized joint operation by those 
carriers of mine tracks in the Cuyuna Range region and thereby 
avoiding necessity on the part of the Soo Line to construct a 
new ore dock at Superior, Wis., at an estimated cost of $2,815, 
180. It said the use of the line proposed to be abandoned was 
made unnecessary by the pooling arrangement. The Northern 
Pacific and Soo Line tracks are near to each other in that 
region. Communities on the line proposed to be abandoned, 
however, objected to it. They complained that they had no 
notice in connection with the case cited, of any thought or 
plan of abandonment. The Commission, however, said it thought 
that the economic waste and burden on interstate commerce 
resulting from the operation of both lines in hauling the traffic 
of the region outweighed the inconvenience and additional ex- 
pense to the few patrons of the Soo Line who might be ad- 
versely affected by the abandonment proposed. 


Cc. & S. ACQUISITION 

The Commission, by division 4, in Finance No. 8039, Colo- 
rado & Southern acquisition, has authorized the applicant to 
acquire and operate the lines and property of the Colorado Rail- 
road Company. All the capital stock of the Colorado, except 
directors’ qualifying shares, is owned by the Colorado & South- 
ern, itself a subsidiary of the Burlington. The Colorado & 
Southern financed the construction of the Colorado and holds 
the bonds issued in payment of the advances. The proposal is 
to retire all the debt of the Colorado, the Colorado & Southern 
forgiving that debt in exchange for the property. The bonds 
of the Colorado will be canceled, so that when the Colorado & 
Southern refunds and extends its refunding and extension mort- 
gage, arrangements for the doing of which have been made, 
the proposed issue of $28,978,900 will be a direct lien upon the 
property of the subsidiary as well as on the property of the 
applicant. Thereby, it was claimed, the applicant’s corporate 
structure and its credit would be improved. ; 

Commissioner Eastman, in a separate concurring expression, 
said he was concurring because, so far as section 1 (18) was 
concerned, it was controlled by the decision in Acquisition by 
Pittsburgh & West Virginia, 150 I. C. C. 81, a decision in which 
he disagreed. 


PITTSBURGH & WEST VIRGINIA PROTEST 


C. F. Taplin, general counsel of the Pittsburgh & West 
Virginia, in a letter to Director Mahaffie, of the Commissions 
bureau of finance, has protested against the postponement of 
the hearings on the applications of the P. & W. V. for authority 
to acquire control of the Western Maryland and the Wheeling 
& Lake Erie. The Wabash asked for further time. Mr. Taplin 
said there must be some ulterior motive behind the application 
for a continuance, and that the Nickel Plate seemed to acquiesce 
in the request. He said the latter, to ail intents and purposes, 
was in control of the Wheeling and was satisfied to have the 
hearings go over beyond the date of the Wheeling’s annual 
meeting in order to perpetuate its control of that road. He 
said the so-called minority of the Wheeling but in effect those 
who were the equitable owners of the road had really nothing 
to say regarding the management of the Wheeling and that 
that condition should not be needlessly prolonged. The heariné 
in the Wheeling case was postponed from March 10 to June 9 
and in the Western Maryland case from April 9 to june 8. 
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Proposed Reports in I. C. C. Cases 





GASOLINE TRANSIT 


Examiner Kenneth J. McAuliffe, in No. 19734, Sinclair Re- 
fning Co. vs. Fort Worth & Rio Grande et al., on further hear- 
ing, has recommended that the Commission reverse the finding 
in the prior report, 148 I. C. C. 582. That prior report was that 
the shipments of casinghead gasoline to Houston, Texas, and 
there blended with refinery gasoline, were subject to the 
domestic rate to Houston, plus the rates beyond when the 
blended was shipped out. The complainant contended that the 
blended gasoline was entitled to the rates from points of origin 
to final destination with stoppage at Houston for that blending. 
The blending consisted of merely running the two sorts of gaso- 
line together from tank cars into storage tanks. 

McAuliffe said that the Commission should find that the 
charges finally assessed on carload shipments of casinghead gas- 
oline from Breckenridge, Burkburnett, Desdemona, Eastland, 
Olden, Ranger and South Hanlon, Tex., and Laden, Okla., to 
Houston, Tex., which were later exported or reshipped in coast- 
wise commerce, to interstate destinations under a transit ar- 
rangement, were inapplicable. He said that the Commission 
should find that after reshipment under the transit rule the 
applicable rates on the shipments from Texas points were 20.5 
cents on that part of the shipment which was reshipped coast- 
wise and that the contemporaneous export rates of either 20.5 
cents or 24.5 cents were applicable on that part which was ex- 
ported and that the applicable rate on the shipments from Laden, 
Okla., was the export rate of 22 cents, and that the complainant 
was entitled to reparation. 

The primary question in the case was as to whether a 
transit rule was applicable on the shipments. That question, 
the examiner said, was not specifically passed upon by division 
4 which had dismissed the complaint. A subsidiary question 
was as to whether the blended gasoline reshipped by the com- 
plainant was a “like commodity” within the meaning of the 
transit rule. McAuliffe said that there could be no question 
but that the blended gasoline was a like commodity within the 
meaning of the rule. 


KENTUCKY VS. ILLINOIS COAL 


Maintenance of where it exists and establishment of a 
differential of 35 cents per net ton on western Kentucky coal 
over southern Illinois coal are proposed by Examiner 'W. A. Hill 
in No. 21838, West Kentucky Coal Bureau vs. Illinois Central 
et al. The recommendation is an indirect condemnation of rates 
within Illinois that provide a wider spread, Illinois under Ken- 
tucky coal. The question as to the quality of Illinois intrastate 
rates, Hill points out, is involved in a thirteenth section proceed- 
ing initiated by carriers against rates prescribed by the Illinois 
commission which give the Illinois mines a difference as high as 
59 cents, in some instances, under western Kentucky coal. The 
difference in favor of Illinois coal, at Chicago, Hill said, was 40 
cents per ton. No defense, he said, was offered for the intra- 
state rates in Illinois which were less than the corresponding 
rates over interstate routes. 


“Whatever the result of that investigation (thirteenth sec- 
tion) may be,” says Hill, “the finding on the present record must 
be that the rates assailed from western Kentucky to destinations 
in Illinois are unduly prejudicial to complainant’s members and 
unduly preferential of their competitors in southern Illinois to 
the extent that the rates assailed exceed by more than 35 cents 
the rates contemporaneously in effect from mines in southern 
Illinois to the same destinations. On the present record the 
Commission could not attempt to fix the level of the rates within 
Illinois; that level can be fixed, however, in the investigation 
how pending.” 

As stated by the examiner, the complaint alleged that the 
rates on coal, from western Kentucky to destinations in that 
part of Illinois lying on and north of a line drawn through 
Decatur and Mattoon, Ill, and to all destinations in Michigan, 
Wisconsin, Minnesota, the Dakotas, Nebraska and Iowa, col- 
lectively referred to as the northwest, to which the routes were 
through gateways north of East St. Louis, Ill., were unreason- 
able, and, as compared with corresponding rates from Illinois 
and Indiana mining districts, unduly prejudicial to complainant’s 
members and unduly preferential of their competitors in Illinois 
and Indiana. In some instances the rates assailed from mines 
on the L. & N. were combinations. In such instances, Hill said, 
the complainants on brief asked the Commission to require the 


establishment of joint rates to all destinations in the territory 
described to which joint rates were maintained from other mines 
in southern Illinois and western Kentucky. 

Hill said that the complaint also alleged that the rates from 
the west Kentucky coal field were contrary to the true policy 
of rate making declared in the Hoch-Smith resolution. On that 
phase of the subject the complainants introduced testimony 
showing social and economic conditions in western Kentucky, of 
a character not unlike that presented in the lake cargo coal 
case a few years ago. Counter testimony in behalf of Indiana 
and Illinois miners was presented. 

“Although the United States as a whole and Illinois and 
Indiana produced far less coal in 1928 than in 1918, western 
Kentucky produced far more,’ was Hill’s comment, in part, on 
the social and economic testimony figures. ... The foregoing 
figures furnish ample evidence that the social and business life 
of the mining communities of western Kentucky is in no more 
distressing condition than the mining communities of Illinois and 
Indiana. It is of some interest that in 1925 the mines of Illinois, 
Indiana and western Kentucky worked on an average of 161, 
159 and 152 days, respectively, while in 1928 the average days 
were 132 in Illinois, 150 in Indiana, and 172 in western Kentucky. 
The miners in western Kentucky are receiving the same wages 
as in 1925, while those in Illinois and Indiana are receiving a 
lower scale than in 1925.” 

The complaint caused a lining up of interests in almost, if 
not altogether, as sharp formations as the lake cargo coal case. 
The Kentucky commission and receivers of coal at Madison, 
Wis., intervened in support of the complaint and the commission 
of South Dakota intervened in favor of reductions in rates from 
western Kentucky to South Dakota and to oppose increases 
in rates from Illinois and related districts. Those intervening 
generally or in active opposition to the complaint, Hill said, 
were the Illinois commission, the Indiana commission, coal 
operators and associations of such operators in Illinois, Indiana, 
Tennessee, Wyoming, Colorado, New Mexico, Missouri, Kansas, 
Arkansas, Oklahoma, and western Pennsylvania, operators of 
coal docks at Lake Superior and west-bank Lake Michigan ports 
and a consumer at Granite City, IIl. 

Hill said that the existence of keen competition between the 
coal from the fields in southern Illinois and western Kentucky, 
from the others in Illinois and Indiana and from those in other 
fields generally to the east was too well known to require dis- 
cussion by him. 


’ Hill began his history of the adjustment under consideration 
with the establishment, in 1919, of rates from western Kentucky, 
25 cents over those from the southern Illinois fields, in Ohio 
Valley Coal Operators’ Association vs. Illinois Central, 53 I. C. 
C. 148. In ensuing years, he said, coal from western Kentucky 
moved into Illinois and the northwest in such quantity that 
operators in Illinois and Indiana, “alarmed by the seemingly im- 
minent loss of their principal markets, filed complaints seeking 
reductions in their rates and a widening of their differentials 
under western Kentucky.” In Illinois-Indiana Coal Cases, 128 
I. C. C. 265, decided June 14, 1927, the Commission prescribed 
reduced rates to the Chicago switching district from the Dan- 
ville, Ill., group and the Brazil-Clinton and Linton-Sullivan 
groups in Indiana, and required that the differential between the 
western Kentucky and southern Illinois groups be widened to 
35 cents by an increase of 10 cents in the rates from western 
Kentucky to the northwest. Since that time, Hill said, the 
Illinois commission had prescribed reduced rates within Illinois 
with the result that the rate differences betweeen the two groups 
ranged from 40 cents at Chicago, IIl., to as much as 59 cents at 
other points in Illinois. 

The Louisville & Nashville, which, Hill said, originated 
little coal in Illinois, favored the restoration of the 25-cent dif- 
ferential. The Illinois Central, which he said originated large 
quantities of coal in Illinois, and with the L. & N. originated 
virtually all of the coal in western Kentucky assumed, a neutral 
position. The burden of the defense, he said, was assumed by 
the lines which served only the Illinois and Indiana districts. 

The complainant, Hill said, asked not for the restoration 
of the 25-cent differential but for a parity of rates with southern 
Illinois. That compelled him, he said, to consider the elements 
which influenced the Commission in arriving at its conclusions 
in the Illinois-Indiana Coal Cases. Therefore, in his report he 
discussed average distances over all tariff routes, saying that 
they did not mean much, distances over the direct rate-making 
routes, assembling and road-haul costs and a multitude of other 
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things put into the record in such cases, including two cost 
studies by the Illinois Coal Traffic Bureau. Hill criticized those 
cost studies in various aspects, showing errors in assumptions 
and some of the fundamental figures. The finding proposed by 
him follows: 


The Commission should find that, except as noted, the rates 
assailed are not unreasonable and that the: relationship between 
such rates, on the one hand, and the interstate rates on coal, in 
carloads, from mines in Illinois and Indiana, on the other, is not 
unduly prejudicial. It should find further that the relationship be- 
tween the rates assailed to destinations in Illinois from western 
Kentucky, on the one hand, and the intrastate rates from mines in 
Illinois, on the other, is unduly prejudicial to complainant’s members 
and unduly preferential of their competitors in Illinois to the extent 
that the said rates from western Kentucky exceed by more than 
35 cents per net ton the rates contemporaneously in effect from 
mines in southern Illinois to the same destinations. It should find 
further that the combination rates assailed from western Kentucky 
to destinations in the states above named are unreasonable, unduly 
prejudicial to complainant’s members, and unduly preferential of 
their competitors in Illinois and Indiana, to the extent that they 
exceed by more than 35 cents per net ton the rates contemporaneously 
in effect from mines in southern Illinois on lines other than the 
Louisville & Nashville. 


GASOLINE TO KENTUCKY 


Examiner J. O. Cassidy, in No. 21316, Kentucky Independent 
Oil Co. vs L. & N. et al., and a sub-number, Same vs. Same, has 
proposed that the Commission find unreasonable the rates on 
gasoline from Kansas, Oklahoma and Texas to Central Coving- 
ton, Ky., prescribe new ones and award reparation. He has 
further recommended that the Commission find that the rates 
paid by the complainant on gasoline shipments from the states 
mentioned to Central Covington, prior to February 1, 1928, were 
the applicable rates at the time of the movement and that the 
undercharge claims of carriers were not justified. 

The complainant alleged that the rates were and are un- 
reasonable, inapplicable, unduly preferential and prejudicial in 
violation of the first, third and sixth sections of the interstate 
commerce act. No proof, the examiner said, was offered in 
support of the allegation of undue prejudice. 

A controversy arose between the complainant and the car- 
riers as to the proper rate to be applied on shipments prior to 
February 1, 1928, up to East St. Louis. The L. & N. presented 
billing showing the use of a proportional of 26.5 cents to East 
St. Louis and 24 cents beyond. The L. & N., later contended that 
the rate up to East St. Louis was 27.5 cents. That railroad 
presented an undercharge claim which the complainant refused 
to pay. Suit was entered in a local court in Covington to compel 
payment. Court action, the examiner said, had been suspended 
until the Commission determined which was the applicable rate. 
The examiner said that the Commission should hold that the 
undercharge claim was not justified and that the 26.5 cent rate 
was the applicable one. 

Applying the recent decision in Tidal Refining Co. vs. Santa 
Fe, 160, I. C. C. 161, and observing the differentials prescribed 
by the Commission in Midcontinent Oil Rates, 1925, 112 I. C. C. 
421, the examiner said that the Commission should find the rates 
unreasonable in the past and for the future to the extent they 
exceeded or might exceed 48 cents from Oklahoma group 3 
points, 50.5 cents from North Texas group, 52 cents from the 
Ranger Texas group, 51 cents from the south Texas group and 
52.5 cents from San Antonio, Tex., to Central Covington, a part 
of Covington, Ky. 


VIRGINIA HOCH-SMITH APPLE CASE 


A proposal that the Commission find unreasonable, but not 
otherwise unlawful, rates on apples, from points in Virginia, West 
Virginia and Maryland to destinations in rate territories east 
of the Mississippi River, has been made by Examiner Arthur 
Kettler in No. 21406, Virginia State Horticultural Society et al. 
vs. Aberdeen & Rockfish et al. Complainants, Kettler said, 
were horticultural societies of the Virginias and other corpora- 
tions, firms and individuals concerned with the production and 
transportation of apples and other fruits. The complaint, he 
said, alleged that the rates on apples, from points in the Vir- 
ginias, Cumberland, Md., and points on the Western Maryland 
east of Cumberland to Williamsport, Md., inclusive, to destina- 
tions in rate territories east of the Mississippi were unreason- 
able and unduly prejudicial and gave undue preference to 
shippers of apples in other states. 

Interventions in behalf of complainants were filed by the 
commissions of Virginia and West Virginia. The state of New 
York, by its Department of Agriculture and Markets, intervened 
to oppose the allegation of undue preference of shippers in that 
state, the western part of which, the examiner said, was the 
nearest competing area of importance. 

Complainants contended, said Kettler, that the production 
of apples was affected by an economic depression and that ac- 
cordingly, under the Hoch-Smith resolution, they were entitled 
to the lowest possible lawful rates compatible with the main- 
tenance of adequate transportation, The examiner said that it 
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had been shown that several orchards, of a total area of 1,199 
acres, in the three states involved in the case as complainants 
were generally operated at a loss or a small profit over Deriods 
of six to ten years. One of the orchards near Winchester Va 
it was shown, had a substantial profit in 1927, but was operated 
at a very small profit over a period of nine years. Within ten 
years in ten counties of Virginia, it was shown, fifteen orchards 
comprising 3,500 acres, went into receiverships or were assigned 
to creditors. Several orchards, it was testified, were put up 
for sale at the court house at Cumberland, but no bids for them 
were received. It was further declared that a bank at Wip. 
chester suffered many losses in the handling of negotiable Paper 
for apple growers and recently was compelled to buy and 
operate two orchards to protect itself. 

Defendants argued, said the examiner, that the complain- 
ants’ testimony relative to the unsuccessful operation of cer. 
tain orchards was not a fair index of the condition of the apple 
industry as a whole and that in any industry there were failures 
even though the industry as a whole was prosperous. Testi. 
mony in behalf of New York state, the report declared, ip. 
dicated that in the five-year period, 1921-1926, in one of the ‘best 
apple-producing sections of New York, in Niagara county, the 
labor income of farmers was only 28 per cent of farm laborers’ 
wages and less than that of farmers in other branches of 
agriculture. 

Defendants argued, said Kettler, that if the apple industry 
was not as profitable as it should be, the reasons had been shown 
by the record to be overproduction and improper marketing prac. 
tices. Answering that argument and discussing the resolution, 
the examiner said: 


While they may be the principal causes of any depression, the 
Commission is not directed by the Hoch-Smith resolution to establish 
the lowest possible lawful rates compatible with the maintenance 
of adequate transportation on agricultural products affected by a 
depression, only where it appears that improvement can not be had 
by curtailment of production and improved marketing practices, If 
that were the case there would be little if any occasion for the 
establishment of the lowest possible lawful rates on agricultural 
products as directed by the resolution. There also is nothing in 
the resolution that authorizes the Commission to take such action 
as will discourage an increase in production of agricultural products 
in cases where it may reach a conclusion that production is too 
great to be beneficial to the farmer. It is true as stated by defend- 
ants that whether or not methods of obtaining higher prices are fol- 
lowed, is a matter of no consequence in the determination of lawful 
rates. It also is a matter of no consequence in the determination 
of the lowest possible lawful rates as directed by the resolution. 


Kettler said the complainants related no circumstances that 
could form the basis for definite and comprehensive findings as 
to the extent that the defendants were unduly preferring com- 
peting producers. He said that the establishment of the rates 
recommended by him would remove the cause for the complaint. 

In an effort to reach a conclusion as to the level of the rates 
Kettler discussed a large number of cases pertaining to the 
level of rates in official and southern territories. In fitting the 
— resolution into the question of the level of rates, he 
said: 


The Hoch-Smith resolution provides that in making a redis- 
tribution of the transportation burden as directed therein, due re- 
gard shall be given, among other factors, to the general and com- 
parative levels in market value of the various classes and kinds of 
commodities as indicated over a reasonable period of years. What 
the lowest possible lawful rates may be is dependent to some extent 
upon the manner in which the transportation burden is distributed. 
It is indicated in the cases hereinbefore cited and other cases that 
the transportation burden is and should be so distributed that no 
great difference need exist between the rates in official and in 
southern territories on important commodities, particularly those of 
the lower values. 


In disposing of the complaint Kettler said: 


The Commission should find that the rates assailed are, and for 
the future will be unreasonable but not otherwise unlawful, (1) to 
destinations east of the Mississippi River to which the class rates 
are governed by the official classification, over the rails of the short- 
est established routes, to the extent that they exceed or may exceed 
rates in column 10 of the scale in appendix K-2 of Southern Class 
Rate Investigation, 113 I. C. C. 200, determined in the manner here- 
inafter designated, and (2) to destinations east of the Mississippi 
River to which the class rates are governed by the southern classi- 
fication, to the extent that they exceed or may exceed 25 per cent 
of the first-class rates or the established ninth-class rates. In de- 
termining the rates to destinations in official territory over the shortest 
established routes, the distances over the rails of the shortest routes 
in that territory over which carload traffic can be moved without 
transfer of lading should be used unless the distances over the short- 
est established routes throughout southern territory are shorter, In 
which event the latter should be used. The long-and-short-haul pro- 
vision of the fourth section should be observed on the shortest ¢s- 
tablished routes. The same grouping of points of origin as is main- 
tained in connection with class rates should be permitted, provided 
that the rates are based upon the average distance from the points 
in the group, computed in the manner hereinbefore designated, and 
provided further, that the long-and-short haul provision of the fourth 
section is observed on the shortest established routes. 


FOURTH SECTION CEMENT CASE 
In a report in No. 22570, Perry T. Fess vs. St. Paul et al., 
Examiner Leland F. James deals with a rate of 14.5 cents on 
cement from Mason City, Ia., to Juda and Monroe, Wis., which is 4 
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departure from the long-and-short-haul part of the fourth section, 
yithout authority, resulting from the calculation of distance over 
aroute which the examiner says was abandoned before the ship- 
ments, 151 carloads, were made. The rate was assailed as unrea- 
sonable because contemporaneously there was a rate of 14 cents 
to Gratiot, Wis., 22 miles beyond Monroe, applicable over the 
route of movement. James said that the Commission should 
fnd that the presumption of unreasonableness was overcome 
py the carrier, but that the Commission should require the 
prompt removal of the unauthorized disregard of the fourth 
section. 

The carrier claimed that the 14.5-cent and the 14-cent rates 
were in compliance with the fourth section, figuring the dis- 
tance to Monroe and Juda via a route through Warren, Ill. But 
the examiner said that that route had been abandoned before 
the shipments were made. The carrier showed that the rates 
since the closing of the route via Warren had been below the 
pasis prescribed for Scale II territory in Western Cement Rates, 
69 I. C. C. 644. At the trial of the case the carrier said that 
steps would be taken to increase the rates. The examiner said 
there was no proof of damage due to the violation of section 4. 
The complaint asked for a new rate and reparation. 



















CATTLE AND HOGS 


A scale to be used by the railroads in making rates on hogs 
in double-deck cars and cattle from Peoria, Paris, and East St. 
Louis, Ill., LaFayette and Indianapolis, Ind., Kansas City and 
St. Joseph, Mo., and Omaha, Neb., to Knoxville, Tenn., has been 
recommended by Examiner C. K. Glover, in No. 22232, Knoxville 
Freight Bureau et al. vs. Southern et al. The examiner said that 
the Commission should find the present rates not unduly preju- 
dicial but unreasonable. He not only recommended new rates 
but said that reparation should be awarded. The rate on the 
same commodities from Chicago, Ill., to Knoxville, Glover said, 
should be found neither unreasonable nor unduly prejudicial. 
He said that in applying the rates to his scale the carriers 
should be authorized to add 20 miles to the actual distance for 
Mississippi transfer. 

The scale on hogs in double-deck cars and on cattle begins 
with a rate of 47 cents for hauls of 450 miles and less, goes 
to 57.5 cents for hauls in the block between 720 and 750 miles, 
becomes 63 cents for hauls in the block between 910 and 950 
miles, and runs out with a rate of 68 cents for hauls in the block 
between 1,150 and 1,200 miles. The foregoing rates are to be 
subject to the following minimum weights: 


















Hogs in 
Cattle, Double-Deck 
Car Length, Internal Measurement Pounds Cars, Pounds 
ms feet 7 inches and Under... .ccccccccccce 22,000 23,000 
38 feet and over 36 feet 7 inches............. 









a ee eee 24,500 24,500 
Oe ge Se re 26,000 25,113 
tee | ee ree 26,000 25,725 
OOOt CM OVOP BF BROE .s .c ccc cvcsecsewcccs 26,338 26,338 
Te SOOe MIN OVO SE TOG eo 0c os v8sccvccescess 26,950 26,950 







Note—For each foot or fraction of a foot in excess of 44 feet in 
length add the following to the minimum weights provided for cars 
44 feet long: 

On cattle and on hogs in double-deck cars................ pounds 612.5 













GREEN GLUE STOCK 


Examiner G. O. Basham, in No. 22295, Eastern Tanners 
Glue Co. vs. Boston & Maine et al. and No. 22383, Same vs. 
Ann Arbor et al., has recommended that the Commission find 
unreasonable the rates on green glue stock, including tannery 
fleshings or hide trimmings, from various points in central, 
trunk line, and New England territories to Gowanda, N. Y., pre- 
scribe new ones and award reparation. He said it should find 
that the rates were and are unreasonable to the extent that they 
exceeded or exceed rates that would be 110 per cent of the scale 
prescribed in Ohio Farm Bureau Federation vs. A. & W., 146 
I. C. C. 419, applied on the shipments from central territory and 
rates that would be 115 per cent of that scale applied to ship- 
ments covered by the complaint from New England points to 
Gowanda, distances to be determined by the application of the 
ae established in Prairie Pipe Line Co. vs. A. W., 146 
»-C. C, 149. 

The Commission, Basham said, should further find that for 
the future the assailed rates would be unreasonable to the extent 
that they might exceed the rates, per 100 pounds, that follow: 
From Girard, Pa., 11.5; Ashtabula, Ohio, 13; Girard, Ohio, 15.5; 
Pair Oaks, Ohio, 22.5; Saginaw, Mich., 22; Brighton, Ohio, 25; 
Cincinnati, Ohio, 25; Holland, Mich., 27; Columbus, Ind., 27; 
Sheboygan, Wis., 28; Corry, Pa., 10.5; Mt. Jewett, Pa., 10.5; 
Ludlow, Pa., 14; W. Hickory, Pa., 13; Johnsonburg, Pa., 13; 
Kaulmont, Pa., 14; W. Hickory, Pa., 13; Johnsonburg, Pa., 13; 
Newberry, Pa., 16.5; Allegheny, Pa., 18; Noxen, Pa., 19; Mer- 
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cersburg, Pa., 23; Williamsport, Md., 23.5; Stoneham, Mass., 
27.5; Winchester, Mass., 27.5; Manchester, N. H., 27.5. 

The examiner said the Commission should also find “that 
complainant made the shipments as described and paid and 
bore the charges thereon; that it has been damaged thereby in 
the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; 
and that it is entitled to reparation, with interest. Complainant 
should comply with Rule V of the Rules of Practice.” 


PROPOSED REPORTS 


Anthracite Coal 
No. 22395, Percy N. Sweetser et al. vs. D. & H. et al. By 
Examiner A. J. Sullivan. Dismissal proposed. Rate, anthracite 
coal, producing points in Pennsylvania to Reading, Mass., not 
unreasonable, unduly prejudicial, or in violation of the long-and- 
short-haul part of section 4. 


Second-Hand Machinery 

No. 22382, Coltexo Corporation vs. Arkansas & Louisiana 
Missouri et al., and a sub-number, Kosmos Carbon Co. et al. vs. 
Same. By Examiner Morris H. Konigsberg. Rates, second-hand 
machinery, points in Louisiana to destinations in Texas, unrea- 
sonable to the extent they exceeded 52.5 per cent of the distance 
scale of first class rates and differentials in Appendix 18 in the 
southwestern revision, distances to be computed in accordance 
with the report in that revision. Reparation proposed. 

Gravel 


No. 22741, J. A. Peterson vs. Illinois Central et al. By Ex- 
aminer W. G. Butts. Rate, gravel, Paducah, Ky., to Youngs, 
Tenn., applicable but unreasonable to the extent it exceeded 
$1.20 per net ton. Reparation proposed. 


Cattle 


No. 22312, Ohio Farm Bureau Federation et al. vs. Erie et al. 
By Examiner Riley A. Gwynn. Dismissal proposed. Rate, and 
minimum weight, cattle, Ashville, O., to Chicago, Ill., inapplicable. 
Cause of action, if any, which arose by reason of the alleged 
unreasonableness of the charges collected barred by the statute 
of limitations. Defendants directed to collect outstanding un- 
dercharges if not barred. 


Horses and Mules 


No. 22635, Ed. Barnett Mule Co. et al. vs. Ahnapee & West- 
ern et al. By Examiner Horace W. Johnson. Dismissal pro- 
posed. Rates, horses and mules, points in Missouri, Kansas, 
lowa, Nebraska, the Dakotas, Minnesota, Montana and Wyoming 
to National Stock Yards, Ill., not unreasonable or otherwise 
unlawful. 

Hogs 

No. 22593, C. B. Orvis and W. F. Clinger vs. Southern Pacific 
et al. By Examiner Edgar Snider. Dismissal proposed. Rates, 
hogs, South St. Paul, Minn., to Stockton, Calif., not unreasonable. 


Strawberries 


No. 21953, Clark Fruit Co. vs. L. & N. et al. By Examiner 
John Davey. Dismissal proposed. Rate, strawberries, carloads, 
Thorsby, Ala., to Cincinnati, O., and reconsigned to Fort Wayne, 
Ind., and the rate on one carload of strawberries from Bells, 
Tenn., to Fort Wayne, Ind., not unreasonable or otherwise un- 
lawful. 

Glass Sand and Ground Flint 


No. 18725, Ceramic Traffic Association vs. Pennsylvania et 
al., and a sub number, Same vs. Same. By Examiner T. Leo 
Haden. Upon further hearing recommended that reparation be 
awarded on glass sand and ground flint, points in Pennsylvania 
to destinations in New Jersey and points in West Virginia to 
destinations in Pennsylvania and New Jersey, based upon the 
finding in the original report, 153 I. C. C. 734, to Architectural 
Tile Co., Golding Sons Co., Mosaic Tile Co., Old Bridge Enamel 
Brick and Tile Co., and Trenton Flint & Spar Co. 


Wheat 
No. 22821, General Mills, Inc., vs. Rock Island. By Exam- 
iner P. F. Mackey. Dismissal proposed. Shipments, wheat, 
points in Kansas to Wichita, Kan., found to have been intra- 
state traffic, although after being milled at Wichita the wheat 
was shipped therefrom as flour to Galveston, Tex., for export. 


Lumber 
No. 22309, Watters-Tonge Lumber Co. vs. Manistee & Rep- 
ton et al. By Examiner H. L. Main. Shipment, carload of 
lumber, Monroeville, Ala., to Dayton, Ky., misrouted. Repara- 
tion of $68.05 proposed. 


Poultry Feed 


No. 22886, Quisenberry Feed Manufacturing Co. vs. St. 
By Examiner G. O. Basham. Dismissal 


Louis-San Francisco. 
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proposed. Rate, L. C. L. shipment of poultry feed, Kansas City, 
Mo., to Van Vleet, Miss., applicable. 


Cast Iron Pipe 

No. 19062, Krupp Foundry Co. vs. Reading Co. et al. By 
Examiner T. Leo Haden, on further hearing. Dismissal pro- 
posed. Rates, cast iron pipe and fittings, Lansdale and Quak- 
ertown, Pa., to New York Harbor and northern New Jersey 
stations, not unreasonable or otherwise unlawful. 

Green Salted Hides 

No. 20167, Eagle-Ottawa Leather Co. vs. Big Four et al., 
and a sub number, Same vs. Cincinnati Northern et al. By 
Examiner John J. Crowley. Dismissal proposed. Rates, green 
salted hides, Cleveland and Bryan, O., and Goshen, Ind., to 
Whitehall and Grand Haven, Mich., not unreasonable or other- 
wise unlawful. 

Canned Grapefruit 

No. 22670, Florida Fruit Canners, Inc., vs. A. C. L. et al., 
and No. 22700, Same vs. Same. By Examiner L. A. Pyle. Rates, 
canned grapefruit, carloads, Prostproof, Fla., to Great Falls and 
Butte, Mont., Fargo, N. D., and Denver, Colo., unreasonable and 
unduly prejudicial to the extent they exceeded or may exceed 
by more than 15 cents corresponding rates from Jacksonville 
to the same destinations. New rates for the future and repara- 
tion of $627.06 proposed. 


ST. PAUL ABANDONMENT 


Against the recommendation of the Wisconsin commission, 
Examiner Ralph R. Molster, in Finance No. 7704, C. M. St. P. 
& P. abandonment, has proposed that the Commission permit 
the St. Paul to abandon that part of its Elkhorn-Eagle line, 
from Troy Center to Eagle, 5.02 miles, in Waukesha and Wal- 
worth counties, Wisconsin. The Wisconsin commission held the 
hearing. Persons living along the line and commercial asso- 
ciations at Milwaukee and Janesville, Wis., Molster said, op- 
posed abandonment. The segment proposed for abandonment 
is part of one of two routes the St. Paul has from Elkhorn to 
Milwaukee. Abandonment, the Milwaukee and Janesville organ- 
izations pointed out, would increase distances over which class 
rates were and would be applied to the detriment of the pro- 
testants. The Milwaukee Association of Commerce, one of the 
protestants, Molster said, did not deny that the other route, via 
Sturtevant, Wis., was superior to the route over the segment 
proposed for abandonment. The track proposed for abandon- 
ment, Molster said, had been in operation more than 50 years. 
The testimony showed increases running as high as 8.5 cents 
between Milwaukee and Troy Center, first class. Molster said 
that that apprehension was based on the possible establishment 
of a distance scale throughout western trunk line territory, 
as proposed in No. 17000, part 2, western trunk line case. 

The applicant said that a requirement that a line be main- 
tained at a loss in order to assure lower rates, largely for the 
benefit of shippers who used other railroads, would amount to 
confiscation. It showed that the line was now being operated 
at a loss and that it probably would cost about $172,000 to 
improve the Elkhorn-Eagle line as a link between the Milwaukee- 
Madison and the Sturtevant-Beloit line, for main-line traffic. 


CENTRALIA TERMINAL ROAD 


Examiner M. S. Jameson, in Finance No. 7808, Centralia 
Terminal construction, has recommended that the Commission 
find that the present and future public convenience and necessity 
had not been shown to require the construction, acquisition and 
operation by the applicant of a railroad at Centralia, Lewis 
county, Washington. The new construction would have been 
about 2.2 miles long. In addition, an industry line about one 
mile long was to have been acquired and operation over about 
5.8 miles of C. M. St. P. & P. track was contemplated, all for 
switching and freight service only. 

The primary purpose of the applicant, Jameson said, was 
to transport logs from timber lands controlled by the St. Paul 
to the mill of the Western Cross Arm & Manufacturing Company 
at Centralia and to transport the shingles and lumber produced 
at the mill to the St. Paul for shipment over its lines. The 
timber lands, he said, were at the terminus of the Cowlitz, 
Chehalis & Cascade railroad and are not reached by the St. 
Paul. That carrier favored the plan. Jameson said the pur- 
chasing department of that railroad would be able to get timber 
from the St. Paul timber land through the agency of the lumber 
company and that the arrangement would enable the lumber 
company to resume operations at one of its plants, not now 
operating because it could not obtain logs except from the Pacific 
coast at rates that were described as prohibitive. 

Opposition was presented by the Great Northern, Northern 
Pacific and the Oregon-Washington Railroad & Navigation Com- 
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pany. They serve the mill of the Western Cross Arm & Manufar. 
turing Company and that of the Eastern Railway & Lumber 
Company, the latter the parent company of the cross arm com. 
pany. That company would finance and control the applicant 
the president, vice-president and secretary-treasurer of which 
Jameson said, were also officers of the lumber companies 
Jameson said the record showed no public need for the St. Paul's 
timber supply nor for the products of the cross arm company’s 
mill. Rather, he said, it showed that the need, if any, arose 
within the St. Paul’s purchasing department. If the St. Pay 
reached its timber holdings and the mill with its own rails, the 
situation, admittedly, would be different. He said the timber 
holdings were reached by another railroad, C. C. & C., which 
carrier, he said, had received substantial financial assistance from 
the St. Paul and the three other trunk lines, on the understanding 
that the traffic originated on the short line would be equally 
distributed among the four lines. ° 

“The enforcement of this agreement having been rendered 
improbable through the passing of control of the short line 
to Milwaukee interests,” said Jameson, “the Milwaukee pro. 
ceeded, with the aid of the lumber manufacturer, to develop a 
plan whereby it could control the entire traffic produced from 
its timber. * * * The Commission has not always denied 
the right of an industry to control a short line or feeder, but 
it has clearly expressed its disapproval of such control in 
principle, where restraint as to the routing of traffic was ip. 
volved. The circumstances surrounding the present case make 
it particularly unsuitable for special approval as an exception to 
the principle laid down.” 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8081, authorizing the acquisition 
by the New York Central Railroad Company of control of the Owasco 
River Railway, by purchase of capital stock, approved. 

_ Report and certificate in F. D. No. 8087, authorizing the acquisi- 
tion by the Indiana Bell Telephone Company of certain properties of 
the Rosedale Mutual Telephone Company, approved. 

_ Report and certificate in F. D. No. 8094, authorizing the acquisi- 
tion by the New England Telephone & Telegraph Company of the 
telephone properties of Edward M. Partridge, doing business as the 
Millers Fall Telephone Company, approved. 

Report and order in F. D. No. 8106, authorizing the Pere Mar- 
quette Railway Company to issue $14,000,000, principal amount, of 
first-mortgage 4% per cent gold bonds, series C; said bonds to be 
exchanged for a like principal amount of first-mortgage 5 per cent 
gold bonds, series A, now in applicant’s treasury; the series C bonds 
to be sold at not less than 94% per cent of par and accrued interest, 
and the proceeds used to reimburse the treasury for capital ex- 
penditures made therefrom, approved. 

Report and certificate in F. D. No. 8041, authorizing the Colo- 
rado & Wyoming Railway Company to Abandon (a) a branch line 
of railroad, and (b) operation under trackage rights over a line of 
the Atchison, Topeka & Santa Fe Railway Company, all in Las 
Animas county, Colo., approved. 

Report and order in F. D. No. 8114, authorizing the St. Louis- 
San Franeisco Railway Company to assume obligation and liability 
in respect of $8,085,000 of St. Louis-San Francisco equipment-trust 
certificates, series DD, to be issued by the Interstate Trust Company, 
of New York, under an agreement to be dated April 1, 1930, and sold 
at not less than 98.034 per cent of par and accrued dividends in 
connection with the procurement of certain equipment, approved. 

Report and certificate in F. D. No. 8089, authorizing the Texas 
Short Line Railway Company to construct and operate an extension 
of its railroad in Van Zandt county, Tex., approved. 

Report and certificate in F. D. No. 8104, authorizing the acquisi- 
tion by the Mountain States Telephone & Telegraph Company of the 
properties of the Southern Utah Telephone Company, approved. 


FINANCE APPLICATIONS 


Finance No. 8148. Oregon Electric Railway Co. asks authority 
to construct extension in Lane county, Ore., from the present term- 
inus of applicant in Eugene, Ore., to the Siuslaw River and from 
Hadleyville to Panther, a total of 40 miles. The proposed lines will 
tap an extensive area of valuable fir timber. 

Finance No. 8149. Wabash Railway Co. asks authority to issue 
$15,000,000 of five per cent refunding and general mortgage gold bonds, 
and to sell them at not less than 98 per cent of their principal amount 
and accrued interest. The bonds have been sold to Kuhn, Loeb & 
Co. subject to the approval of the Commission. ; 

Finance No. 8150. Ann Arbor Railroad Co. asks authority to issue, 
by delivery or pledge, with corporate trustee, of the refunding and 
general mortgage of Wabash Railway Co. of not to exceed $3,670,000 
of its improvement and extension mortgage bonds issued under its 
mortgage to the Empire Trust Co. as trustee, dated May 1, 1911, as 
amended by its supplemental mortgage dated November 1, 1920. | _ 

Finance No. 8151. Belt Railway Co. of Chicago asks authority 
to issue $220,000 of equipment notes to the Baldwin Locomotive Works, 
Philadelphia, Pa., in connection with acquisition of five new freight 
switching locomotives at a cost of $55,000 each. The notes will bear 
5% per cent interest. ’ 

Finance No. 8146, Pennsylvania Railroad Co. asks authority to 
take a lease of 999 years beginning July 1, 1930, on the property of 
the West Jersey & Seashore, one of its subsidiaries having a mileage 
of 340. The applicant and affiliated companies own 72.98 per cent of 
the Seashore’s common stock and 47.12 per cent of its special guar- 
anteed stock. The rental to be paiad is to be equal to 6 per cent 
of the stock, amounting to $11,690,450, plus interest on its outstanding 
bonds and taxes. 

Finance No. 8147, Missouri Pacific asks for authority to have au- 
thenticated and delivered to it by the Guaranty Trust Co., trustee. 
$16,393,000 of first and Lmtoncemgen | mortgage 5 per cent gold bonds 
series H, against the delivery of a like amount of series G_ bonds: 
also $8,607,000 of series H bonds to reimburse its treasury in part 
for expenditures on equipment estimated to cost $9,563,718; and ake 
to issue and sell at not less than 97.75 per cent of par and accrue 
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interest, $25,000,000 of series H bonds of which $24,437,500 will be 
to reimburse the company’s treasury and to purchase the equipment 
pefore mentioned. 

Finance No. 8127. Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co. asks authority to issue $45,186,000 of first mortgage bonds 
and pledge them with the Chicago & North Western Railway Co. 
to secure the payment of a 10-year note to be issued by applicant in 
jke amount. The note represents the aggregate amount which on 
June 1, 1930, will have been advanced by the North Western to 
the applicant and used in retiring $45,186,000 of bonds. The North 
Western Owns more than 93 per cent of applicant’s capital stock. 

Finance No. 8128. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to issue and sell $4,260,000 of 4% per cent 
equipment trust certificates at 97.32 and accrued dividends to a group 
oasisting of International Manhattan Co., Inc., and Salomon Bros. 
~ Hutzler. 

. Finance No. 8129. Smoky Mountain Railroad asks authority to 
acquire 1.17 miles of main track in Sevierville, Tenn. 

Finance No. 7349. Third supplemental application of Genesee & 
Wyoming Railroad Co. for authority to renew a note for $400,000 to 
the Marine Trust Co. of Buffalo for six months and to repledge a 
like amount of 5 per cent first mortgage gold bonds as security 
therefor. 

Finance No. 8126. Pennsylvania Railroad Co. asks authority to 
issue and sell $60,000,000 of forty-year 4 per cent gold debenture 
pond, at 92 per cent of par and accrued interest, to Kuhn, Loeb & 
Co. of New York, in order to furnish funds for necessary additions, 
petterments and improvements, to and upon the property of the 
applicant and for other purposes. Applicant has approved a road and 
equipment budget which provides for capital expenditures amounting 
to $126,358,780, of which is proposed to expend in 1930 the sum of 
$98,605,434, leaving a carryover of $27,753,346 to be expended in the 
early part of 1931. 

Finance No. 8135, Rahway Valley Line asks authority to issue 
two bonds and mortgages, one for $14,000 on one part of its railroad 
and one for $35,000 so as to substitute a legal for an equitable title 
for the two parts of its three-mile railroad in Essex and Union 
counties, New Jersey. , 

Finance No. 8136, Rahway Valley Co., lessee, asks authority to 
acquire the Rahway Valley Line. ' 

Finance No. 8137, Chicago, Rock Island & Gulf asks authority 
to issue $5,691,000 of extension first mortgage 5 per cent 30-year gold 
ponds to cover advances made to it by the Chicago, Rock Island & 
Pacific, the bonds to be taken at par. : 

Finance No. 8138, Pittsburgh & West Virginia asks for authority 
to issue, from time to time, not exceeding $1,700,000 of promissory 
notes, to bear interest or to be discounted at not exceeding 5.5 per 
eent in renewal or extension of a note or notes, from time to time, 
last renewal or extension to mature not later than January 30, 1932. 


SUSPENDED TARIFFS 


In I. and S. No. 34383, the Commission suspended from 
March 17 until October 17 schedules in supplement No. 7 to 
J. E. Johanson’s I. C. C. No. 2171, and supplement No. 2 to 
F. L. Speiden’s I. C. C. No. 1341, The suspended schedules pro- 
pose to restrict the routing in connection with rates on petro- 
leum and its products, carloads, from points in the southwest 
and Mississippi Valley to destinations on the Southern Railway 
system and points beyond, so that they will not apply on ship- 
ments moving via Mobile when delivered to the Southern Rail- 
way, Alabama Great Southern and/or the New Orleans & 
Northeastern Railway at Boligee, Calvert, Demopolis, Ala., Hat- 
tiesburg, Laurel, Meridian, Miss., or York, Ala. 

In I. and S. No. 3484, the Commission suspended from 
March 15 until October 15 schedules in supplements Nos. 90 and 
93 to J. J. Cottrell’s I. C C. No. 628, supplements Nos. 80 and 
82 to Clyde’s Steamship Company’s I. C. C. No. 507, supplements 
Nos. 56 and 57 to Oean Steamship Company of Savannah’s 
I.C. C. No. 549, and various other ageny tariffs. The suspended 
schedules propose to cancel less-than-carload or any-quantity 
commodity rates, applicable on chemicals, acids and dyestuffs, 
from eastern and southern origins to southern destinations and 
allow class rates to apply, thereby resulting generally in in- 
creased charges. 

In I. and S. No. 3485, the Commission has suspended from 
March 16 until October 16 schedules in supplements Nos. 9 and 
10 to Johanson’s I. C. C. No. 2126. The suspended schedules 
Propose to eliminate certain direct routes in connection with 
joint through rates from points in Oklahoma to points in various 
States and establish in lieu thereof more or less indirect routes 
via the Santa Fe system lines and connections. 

In I. and S. No. 3436, the Commission suspended from March 
16, until October 16, schedules is supplements Nos. 21 and 22 to 
Fonda’s I. C. C. No. 251. The suspended schedules propose to 
establish reduced rates on imported cocoanut oil, in tank cars 
or barrels, carloads, from points within the New Orleans, La., 
Port limits to Dallas, Texas. The following is illustrative, rates 
being in cents per 100 pounds. 


ay etom New Orleans, La., to Dallas, Tex., present 41; proposed 


In I. and S. No. 3437, the Commission has suspended from 
March 20 until October 20 schedules in supplement No. 2 to 
Dulaney’s I. C. C. No. 32. The suspended schedules propose to 
establish excetpions to the Southern Classification on cotton 

& ties and buckles on basis of sixth class ratings, whereas 
at present these articles take class A ratings in the Southern 
Classification, which would result in numerous increases. 

In I. and S. No. 3438, the Commission has suspended from 
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March 20 until October 20 schedules as published in Boyd’s 
I. C. C. No. A-2048. The suspended schedules propose to cancel 
rail, lake and rail class and commodity rates from points in 
Minnesota and Wisconsin to Norfolk, Va., and to apply higher 
combination rates in the future. The following is illustrative, 
class rates in cents per 100 pounds, from La Crosse, Wis., to 
Norfolk, Va.: 
—Classes— 


1 2 3 4 5 6 
Ee Eo ee een con eae 180 156% 119 82 71 58 
NEE 0.6. 66-059%05 Ss e0eweweh esas 22414 196 156 116 99 82% 


In I. and S. No. 3439, the Commission has suspended from 
March 20 until October 20 schedules in supplement No. 2 to Rock 
Island I. C. C. No. C-11928. The suspended schedules propose 
to cancel export rates on grain and related articles from Pan- 
handle and Santa Fe Railway stations in Oklahoma to Louisiana 
and Alabama Gulf ports, with resultant increases in rates. 


COMMISSION ORDERS 


No. 21416, Amber Furniture Co. et al. vs. Big Four. Pro- 
ceeding reopened for reconsideration on record as made. 

No. 21821, Wickes-Boiler Co. vs. I. C. et al. Complainant's 
petition for further consideration and further argument denied. 

No. 20276, Allied Packers, Inc., et al. vs. A. & S. et al. The 
order, which is by its terms effective April 7, 1930, upon notice 
to this Commission and to the general public by not less than 
30 days’ filing and posting in the manner prescribed in section 
6 of the interstate commerce act, has been modified so as to 
become effective on April 7, 1930, upon 5 days’ notice. 

No. 21386, Columbus Brick Co. vs. Columbus & Greenville 
et al. Complainant’s petition for rehearing denied. 

No. 19396, Louisiana Farm Bureau Federation, Inc., et al. 
vs. La. Ry. & Navigation Co. Proceeding reopened for recon- 
sideration on record as made. 

No. 21856, Platt & Brahm Coal Co. vs. C. & N. W. et al. 
Proceeding reopened for reconsideration. 

No. 19720, Campbell Dairy Products Co. vs. Erie et al. De- 
fendants’ petition for reconsideration and/or rehearing and oral 
argument in this case in connection with 22018, Hoosier Con- 
densed Milk Co. vs. B. & A. et al. denied. 

Finance No. 8089, application of Texas Short Line for a 
certificate to construct an extension of its line of railroad from 
Grand Saline to Van, in Van Zandt county, Texas. Chamber of 
Commerce of Grand Saline, Tex., Texas & Pacific, Chamber of 
Commerce of Van, Tex., Shell Petroleum Corporation, Texas 
Pacific Coal & Oil Co. and Godley Oil & Gas Co. permitted to 
intervene. 

No. 20171, Loose-Wiles Biscuit Co. vs. Eastern S. S. Lines, 
Inc., et al. Complainant’s petition for rehearing in so far as 
the rates and rating on dry figs, packed in boxes, carload mini- 
mum weight 36,000 pounds, in official and western classifications, 
are concerned, denied. 

No. 19691, Forsythe Oil Co. vs. Santa Fe et al. Proceeding 
reopened for oral argument in connection with No. 22319, Porter 
Oil Co. et al. vs. Santa Fe et al. 

No. 15848 (and Subs. 1 and 2), Mississippi Railroad Com- 
mission et al. vs. A. & V. et al.; No. 15618, Jackson Traffic 
Bureau, for Case-Teel Co. et al., vs. Same, and No. 16447, Me- 
ridian Traffic Bureau et al. vs. A. & V. et al. Proceedings re- 
opened for further consideration in connection with No. 17000, 
rate structure investigation, part 13, salt. 

No. 21197 (and Sub. 1), Finkbine Guild Lumber Co. vs. 
Cc. B. & Q. et al. Defendants’ application for rehearing, recon- 
sideration, setting aside of order and dismissal of complaints, 
denied. 

No. 17485, Eagle Cotton Oil Co. vs. Southern et al. De- 
fendants’ petition for annulment and/or modification of the order 
of November 11, 1929, denied. 

No. 20699, Alexander King Stone Co. vs. C. I. & L. Defend- 
ants’ petition for rehearing denied. 

No. 21245 (and Subs. 1 and 2), Independent Oil Co. vs. Santa 
Fe et al. The order entered in these proceedings on January 
30, 1930, which was by its terms made effective on May 5, 1930, 
upon not less than 30 days’ notice, has been modified so that 
it will become effective on June 16, 1930, upon not less than 
30 days’ notice. 

No. 23108, Allied Oil Co., Inc., vs. A. C. & Y. et al. Shell 
Petroleum Corporation permitted to intervene. 

No. 23120, Penn Veneer Co. et al. vs. W. Md. Ry. et al. 
West Virginia Pulp & Paper Co. permitted to intervene. 

No. 23111, Pennsylvania Glass Sand Corporation vs. A. C. & 
Y. et al. Illuminating “Glassware Guild permitted to intervene. 

No. 16628, Manassa Timber Co. vs. N. Y. C. et al. Petition 
filed on behalf of complainant for rehearing or reconsideration 
upon present record denied. 

No. 17757, in the matter of use of private passenger train 
cars. The order entered in this proceeding on November 4, 1929, 
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which by its terms was to become effective January 15, 1930, 
but such effective date has from time to time been postponed 
to March 15, 1930, has been further modified so that said order 
shall become effective April 14, 1930. 

Upon complainant’s request, the Commission has dismissed 
No. 21327, Wm. P. McDonald Construction Co. vs. B. S. et al., 
No. 21831, Same vs. Same, No. 21448, Sodium Products Corpora- 
tion vs. A. & S. et al., No. 21995, Gamble Robinson Co. vs. 
Cc. B. & Q. et al., No. 22339, Maloney Tank Manufacturing Co. 
vs. A. T. & S. F. Ry. et al., and No. 22775, Standard Sanitary 
Manufacturing Co. vs. Southern et al. 

Upon complainants’ request, the Commission has dismissed 
No. 12675, Charleston Traffic Bureau et al. vs. A. G. S. et al., 
No. 20206, Arizona Grocery Co. et al. vs. A. T. & S. F. Ry. et 
al., No. 20208, Arizona Grocery Co. et al. vs. A. T. & S. F. Ry. 
et al., No. 22659, J. B. McCrary Engineering Corporation et al. 
vs. L. & N. et al., and No. 22862, Old Ben Coal Corporation 
et al. vs. C. B. & Q. et al. 

The Commission has dismissed No. 162738, Sioux City Grain 
Exchange et al. vs. Ahnapee & Western et al., No. 22608, C. W. 
Hull Co. vs. C. & N. W. et al., and No. 22928, Chicago & North 
Western et al. vs. A. C. & Y. et al., same having been satisfied. 


No. 22586, Armour & Co. vs. A. T. & S. F. Ry. et al. Com- 
plaint in this proceeding is dismissed, upon consideration thereof. 

No. 21162 (and Subs. 1 and 2), Merck & Co., Inc., vs. B. & 
O. et al. The order entered in these proceedings on December 
31, 1929, which was by its terms made effective April 14, 1930, 
upon not less than 30 days’ notice, has been modified so that 
it will become effective on June 2, 1930, upon not less than 30 
days’ notice. 

Finance No. 8070, application of Denver & Rio Grande 
Western for authority to acquire control of Denver & Salt Lake 
by stock purchase. Salt Lake & Denver Railroad permitted to 
intervene. 

No. 23099, Carthage Pulp & Board Co. vs. Boston & Albany 
et al. Hinde & Dauch Paper Co. permitted to intervene. 

No. 23068, New Castle Lime & Stone Co. et al. vs. Aliquippa 
& Southern et al. American Lime & Stone Co. permitted to 
intervene. 

No. 17358 (and Subs. 1 to 3, inclusive), Higginbotham-Bart- 
lett Co., Inc., et al. vs. Abilene & Southern et al. Defendants’ 
petition for reconsideration and reargument denied. 

No. 15381, Vera Chemical Co. of Canada, Ltd., vs. Alabama 
Central et al. Proceeding reopened for further hearing for the 
purpose of receiving evidence looking to the establishment of 
a reasonable rate from southeastern territory for that portion 
of the transportation which takes place within the United States. 

No. 21168, Greater Muskegon Chamber of Commere vs. Pere 
Marquette et al. Defendants’ petition for rehearing and post- 
ponement of effective date of order denied. 

No. 20646, North State Creosoting Co. vs. Southern et al. 
Defendant, Southern Railway, authorized and directed to pay 
unto complainant, North State Creosoting Co., on or before 
April 24, 1930, the sum of $11,311.60, with interest thereon at 
the rate of six per cent per annum, from the respective dates 
of payment of the charges assailed shown in the aforesaid 
agreed statement, as reparation on account of unreasonable rates 
charged for the transportation of numerous carloads of creo- 
sote oil from Ensley, Ala., to North Charlotte, N. C. 

No. 22998, O. A. Smith Agency, Inc., vs. Chesapeake Steam- 
ship Co. Complaint in this proceeding dismissed. 

No. 22719, Acme Brick Co. vs. L. & N. et al. 
dismissed upon complainant’s request. 

No. 22838, J. W. Wells Lumber Co. et al. vs. C. & N. W. et al. 
Complaint dismissed upon complainants’ request. 

No. 22860, Swan-Finch Oil Corporation vs. Norfolk Southern 
et al. Complaint dismissed upon complainant’s request. 

No. 22989, Southern Fruit Distribution, Inc., et al. vs. A. G. 
S. et al. Cincinnati Chamber of Commerce permitted to in- 
tervene. 

No. 19541, Albright-England Co. et al. vs. A. G. S. et al, 
and cases grouped therewith. Proceedings reopened for fur- 
ther hearing in connection with No. 17000, rate structure inves- 
tigation, part 13, salt. 


Complaint 


PETITIONS FOR REHEARING, ETC. 


No. 13535, and associated cases, Corporation Commission of 
Oklahoma vs. A. & R. et al. Texas & New Orleans ask for 
relief from the provisions of Finding No. 27 of the report and 
orders in these cases in connection with the transportation of 
shipments of iron and steel articles from southeastern produc- 
ing points to points in Texas, viz., Baytown, Beaumont, Chaison, 
Clinton, Galveston, Houston, Orange and Port Arthur. 

No. 21939, sand, gravel and crushed stone from Indiana and 
Illinois points to destinations in Illinois, No. 21372, Ohio & 
Indiana Stone Co. et al. vs. C. C. C. & St. L. Ry. et al., and 
I. and S. 3093, sand, gravel and crushed stone from Indiana points 
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to destinations in Illinois. Brownell Improvement Co. asks fo; 
rehearing. 

No. 21480, Wm. Wrigley, Jr., Co. et al. vs. A. & R. et al 
Complainants ask for oral argument, reconsideration and modi. 
fication. 

No. 14244, Erie Railroad et al. vs. A. & V. etal. Defendants 
Great Northern, Northern Pacific, and Spokane, Portlang & 
Seattle, ask for modification of order. 

No. 21301 (and Sub. Nos. 1 to 10, inclusive), Armstrong Cor, 
Co. vs. Union Pacific et al. Complainant asks for a reopening 
reconsideration, and revision of order for purpose of determin. 
ing the amount of reparation due. 

No. 19210, Acme Brick Co. et al. vs. Abilene & Southern 
et al., and No. 20340, Same vs. Same. Defendants ask for post. 
ponement of effective date of Commission’s order. 

No. 22078, Dunn Manufacturing Co. vs. Santa Fe et al. and 
No. 22644, Wilson Supply Co. vs. Santa Fe et al. Complainants 
ask for reconsideration on record and rehearing. 

No. 23155, Certain-teed Products Corporation vs. A. & R. 
et al. Defendant, Chicago, Indianapolis & Louisville, asks the 
Commission to strike from its files the complaint filed herein 
and to dismiss proceedings, for the reason that said complaint 
fails to state a cause of action against this, or any of the defend- 
ants thereto. 

’ No. 21939, sand, gravel and crushed stone from Indiana and 
Illinois points to destinations in Illinois, No. 21372, Ohio & 
Indiana Stone Co. et al. vs. C. C. C. & St. L. Ry. et al. and 1. 
& S. 3093, sand, gravel and crushed stone from Indiana to des- 
tinations in Illinois. Illinois Electric Limestone Co. asks for 
reopening and rehearing. 

No. 18715, Baltimore Chamber of Commerce vs. Ann Arbor 
et al. Philadelphia trade bodies, interveners, ask for reopening, 
rehearing, and/or reargument and reconsideration. 

Fourth Section Applications Nos. 13262, 2040 et al., import 
and export rates. Institute of American Meat Packers asks for 
permission to file exceptions to proposed report and to partici- 
pate in oral argument. 


LAKE CARGO COAL 


The Ohio Lake Cargo Coal Committee, representing coal 
producers in Ohio with mines in the Hocking, Cambridge No. 
8, Crooksville and Shawnee districts, has filed a complaint bring- 
ing into issue under section 3 of the interstate commerce act 
the rates on lake cargo coal. (See Traffic World, March 15, 
p. 705.) : 


CHANGES IN DOCKET 


Hearing in No. 23027, Republic Creosoting Co. vs. Camas 
Prairie R. R., et al., assigned for March 22, at Indianapolis, Ind., 
before Examiner Harraman, was canceled and reassigned for 
April 21, at Indianapolis, Ind., before Examiner Harraman. 

Argument in No. 21575, Skelly Oil Co. vs. A. T. & S. F. 
Ry. et al., assigned for March 19, at Washington, D. C., was 
canceled. 

Hearing in No. 22970, Col-Tex Refining Co. et al. vs. I. G. N. 
R. R. et al., assigned for March 19, at Oklahoma City, Okla., 
before Examiner Griffin, was canceled. 





G. N..N. P. UNIFICATION 

Unification of the Great Northern and Northern Pacific 
railroad systems in particular and unifications of railroads in 
general were opposed by Representative Pittenger, of Minne- 
sota, in “extension of remarks” in the Congressional Record 
of March 17. 

Referring to the consolidation provisions of the transporta- 
tion act, Mr. Pittenger asserted that at the time that act was 
passed in 1920, he was informed transportation service was 
demoralized on account of various conditions, that the railroads 
were operating at a loss and that these and other factors con- 
tributed to the enactment of the legislation. i 

“The proposition will not now be disputed that the rail- 
roads have reorganized, that they are giving good and efficient 
service, and that their revenues are ample,” said he. “In other 
words, their condition is entirely different at the present time 
from that which existed in 1920, when the legislation was 
passed.” 

Mr. Pittenger urged that action be taken to prevent merger 
of the northern Hill lines. 


UMBRELLA SHED ORDER UPHELD 

The Supreme Court of the United States, March 17, in No. 
645, St. Louis-San Francisco and Missouri Pacific, petitioners, 
vs. State of Arkansas, denied a petition for writ of certiorari 
to the Supreme Court of Arkansas. A justice of the peace fined 
the railroads for failing to erect umbrella sheds at Hoxie, Ark. 
where the two roads intersect and interchange passengers, 4§ 
ordered by the Arkansas commission. The Arkansas courts 
upheld the justice of the peace. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter System, 
P 


ublished by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





deer Or Ore 


(Circuit Court of Appeals, Fifth Circuit.) Bill of lading, 
operating aS a receipt for goods and as a document of title, did 
not have the effect of varying the contract between shipper and 
shipowner, as evidenced by charter party, in that the master 
was without authority to change or modify charter by bill of 
lading. —Unterweser Reederei Aktiengesellschaft et al. vs. Potash 
importing Corporation of America, 36 Fed. Rep. (2d) 869. 

Failure of shipper in original libel to mention charter party 
did not operate so as to estop it to rely thereon, in absence of 
showing that owner was influenced by omission of original libel 
to mention charter party, to change his position or course in 
any way.—Ibid. 

Where party asserting estoppel was not influenced or in- 
duced to change his position by act or conduct relied on as 
effecting an estoppel, there can be no estoppel.—Ibid. 

Charter party, providing for ship being tight, stanch, and 
strong, and containing exceptions as ¢o loss or damage arising 
from any latent defect, not resulting from want of due diligence, 
and all and every danger and accident of the seas, did not 
exempt shipowner from duty of furnishing seaworthy vessel at 
commencement of the voyage.—Ibid. 

Owner of ship had burden of affirmatively proving that ves- 
sel was seaworthy at the commencement of voyage.—lIbid. 

Evidence in libel by shipper to recover for damage to cargo 
during transportation held insufficient to establish that vessel 
at beginning of voyage was in seaworthy condition, in accord- 
ance with requirements of charter party.—Ibid. 





(Supreme Court of Louisiana.) Under written contract of 
affreightment with steamship line providing for payment of 
commission to broker “on the amount of this charter, renewals 
or duplications,” contracts for following years between same 
parties were not “renewals” or “duplications,” but such words 
referred to any excess requirements above tonnage stipulated 
in contract, and applied only to period fixed in contract.—Page 
L’Hote Co., Limited, vs. Munson §S. S. Line, 125 So. Rep. 868. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Ohio, Mahoning County.) If, after the 
expiration of a franchise acquired prior to the enactment of 
sections 504-2 and 504-3, General Code, to use the streets of a 
municipality to operate an electric railroad thereon, the railroad 
company continues to operate its cars over the tracks in the 
streets, without objection from the municipality, it cannot aban- 
don or be compelled to abandon any main tracks in the mu- 
nicipality, unless the provisions of the above sections have been 
complied with, and the Public Utilities Commission has con- 
sented thereto.—Village of Lowellville vs. East End Traction 
Co, 169 N. E. Rep. 831. 

In such case the village cannot maintain an action to enjoin 
the railroad company from operating its cars over its main 
tack in the streets of the village without having first applied 
to and obtained the consent of the Public Utilities Commission 
to require such railroad company to abandon such tracks under 
the provisions of sections 504-2 and 504-3, General Code.—Ibid. 

An interurban electric railroad, engaged in both passenger 
and freight service in interstate commerce, with its main tracks 
laid in the streets of a village, over which its cars engaged in 
such service are operated, and which railroad has filed a sched- 
we of its car service and rates of fare with the Interstate 
Commerce Commission, will not be enjoined, in an action by 
such village, from operating its cars over the tracks in the 
streets of the village, when the purpose of said action is to 
force the railroad company to grant more frequent car service, 
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but the village will be left to its remedy by application to the 
Interstate Commerce Commission, even if the railroad has at 
that time no franchise from the village to operate electric cars 
over its streets.—Ibid. 





(Supreme Court of California.) Business of a public trans- 
portation company in conveying freightage from one of its fixed 
terminal stations to another is not, in nature of things, insep- 
arable from pick-up and delivery business, which has to do with 
collection of freightage at its terminal depots at one end and 
distribution thereof at the other end of fixed termini, which it 
is bound to establish and maintain in conformity with law.— 
Pioneer Express Co. vs. Riley, Controller, 284 Pac. Rep. 663. 

(District Court of Appeal, Third District, California.) Under 
Civ. Code, sec. 2129b, title to automobiles, shipped to retail 
dealer by motor company, which forwarded bills of lading with 
sight drafts for price thereof to finance corporation, reserving 
title until drafts were paid by latter, was transferred to finance 
corporation.—Pacific Finance Corporation vs. Hendley et al., 284 
Pac. 736. 





(Supreme Court of Appeals of West Virginia.) It is per- 
missible for a railroad company to establish a terminal district, 
and to include all the industries within that district in a group 
freight rate. This power includes the right to absorb all rea- 
sonable switching charges on line-haul freight.—Zenith Sand 
Co. vs. Public Service Commission et al., 151 S. E. Rep. 433. 





(Supreme Court of Tennessee.) Priv. Acts 1925, c. 729, re- 
quiring carriers by motor vehicle to procure insurance, but ap- 
plicable only to counties having population exceeding 110,000, 
held not invalid for arbitrary classification under Const., art. 
11, sec. 8; it being assumed that increased traffic in populous 
district and other reasonably conceivable considerations impelled 
Legislature to consider regulation necessary in centers of popu- 
lation.—Chattanooga Dayton Bus Line et al. vs. Burney et al., 
23 S. W. Rep. 669. 


PAYING FREIGHT BY CHECK 


The Supreme Court of the United States, on March 17, in 
No. 664, Fullerton Lumber Co. vs. C. M. St. P. & P., has issued 
a writ of certiorari addressed to the Circuit Court of Appeals 
for the eighth circuit court in which it will review novel and 
important questions as to the use of checks by shippers, in 
the payment of freight bills, and the making of counter-claims 
by shippers to offset freight bills. 


No material dispute as to the facts is embodied in the 
case. There are few facts covering the transaction between 
the shipper and the carrier. A carload of coal, from Norfolk, 
W. Va., to Kimball, S. D., constituted the shipment. It was 
delivered to the lumber company. The agent of the Fullerton 
company gave a check for the amount of the freight bill, 
$375.96, drawn on the Lumbard State Bank of Kimball. Nirie days 
later the check came back dishonored because the bank had 
closed its doors six days after the check had been given. 

The railroad company sued in the federal court for the 
district of Minnesota. Judgment was given by that court, the 
trial, by stipulation, being without jury. The judgment was 
without prejudice to the filing of a suit for the recovery of 
damages resulting from the failure of the railroad company 
properly to handle the check; that is, to have it cashed on 
the same or the following business day. Instead of the railroad 
agent presenting the check for payment, which it was said he 
could have done by walking two blocks, he sent it to the assist- 
ant treasurer in Chicago, in accordance with a letter the treas- 
urer had sent to all agents directing them to send checks on 
local banks to a bank in Chicago for deposit. 

When the district court gave the judgment the lumber 
company moved to amend its pleadings so as to incorporate in 
them a claim for damages for failure, on the part of the railroad 
company to handle the check in accordance with what the ap- 
plication for the writ of certiorari declared to be the law mer- 
chant, namely, that a check had to be presented the same or 
the following business day to save the holder from loss due 
to negligence. The trial court, however, adhered to its judg- 
ment and the circuit court of appeals sustained the lower court, 
36 Fed. (2d) 180. 

The carrier, according to the petition of the lumber com- 
pany for the writ, contended that it was not bound by the rule 
that he who negligently failed to present a check promptly, had 
to stand the loss thereby caused through the negligently han- 
dled check operating as absolute payment of an obligation. The 
lumber company said that the carrier cited no case showing 
that a common carrier was above the rule. 

“It contends that it has the same immunities from liability 
as a sovereign government in collecting taxes,” says the argu- 
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ment of the lumber company, “and cites the South Dakota case, 
Eggleston vs. Plowman, 49 S. D. 609, 207 N. W. 981, by analogy. 
It also insists that Interstate Commerce Commission Conference 
Ruling No. 207, adopted September 15, 1926, providing that 
nothing but money can be received in payment for transporta- 
tion, governs the case, the argument being that a check is not 
money and, therefore, that it makes no difference how wrong- 
fully the carrier dealt with the check after it had received it.” 

Petitioner contended that there was neither authority nor 
reason for giving to a private, profit-making corporation the 
immunities of a government collecting taxes and that the con- 
ference ruling was beside the point, the ruling having been made 
in connection with questions as to whether magazine adver- 
tising space or other property of uncertain value could be traded 
for passenger rides on the so-called exchange basis. The lum- 
ber company asserted that a check was not a thing of uncertain 
but of certain value and that if the railroad company, in this 
case, had promptly presented it, the check would have been 
cashed in whatever sort of money was desired. 

“Your petitioner respectfully states that this is a case 
brought by the railroad,” says the application for the writ, 
“evidently to establish a new and novel proposition of law 
to the effect that checks cannot be used by shippers in 
connection with payment of freight bills, and to engraft into 
the law a new and hitherto undecided doctrine to the effect 
that a carrier is immune from the ordinary liabilities which 
follow the mishandling of a check by him who receives it in 
payment of an obligation, as prescribed and laid down by the 
generally accepted rules of the law merchant. The case also 
involves the determination of a conflict in the decisions of the 
United States district courtts upon the question whether a 
counterclaim may be interposed in an action for freight charges 
brought by a common carrier, a question decided for the first 
time by a Circuit Court of Appeals in this case, and which ques- 
tion, we believe, has never been considered or decided by this 
court.” 

The testimony showed that the lumber company and the 
railroad, for a long time, had been doing business on the basis 
of giving checks for the freight money without trouble until 
June, 1926, thirty-six of such checks having been put into the 
record covering 1926 only. It also showed that the railroad agent 
had not asked for coin or currency. 


GEORGIA SAND AND GRAVEL 


The three-judge court convened in the northern district of 
Georgia, Atlanta division, and asked to enjoin the order of the 
federal commission made in its investigation of the Georgia com- 
mission made rates on sand, gravel and commodities of that sort, 
122 I. C. C. 133, and 160 I. C. C. 309, has dismissed equity Nos. 563 
and 565, the former being entitled Georgia Public Service Com- 
mission et al. vs. United States of America and Interstate Com- 
merce Commission. The opinion of the court, written by Dis- 
trict Judge Sibley, does not give the names of the complainants 
in No. 565 but describes them as “other interested parties” who 
sued for the same purpose the Georgia commission had, namely, 
that of setting aside the federal body’s order requiring the rail- 
roads to bring the intrastate rates up to the level of the rates 
prescribed by the federal body for hauls of like length in inter- 
state commerce, “contemporaneously applicable” or ‘“contem- 
poraneously maintained.” 

As summarized by Judge Sibley, the bills made four points, 
to-wit: That a full hearing was denied in that, since the new 
Georgia rates were prescribed, the matter was reopened only 
as to discriminations by them against interstate commerce, 
excluding the question of their intrinsic unreasonableness; 
that the order did not stop with prescribing a thaximum and 
minimum for interstate rates, but took over from the state 
authority the general function of intrastate rate making on 
these commodities for the future; that the minimum sought to 
be prescribed was indefinite and uncertain; and that as to rates 
above 200 miles the interstate rates were arbitrary and unrea- 
sonable, and themselves discriminated against the shorter hauls 
and other commerce. 

On all points the court held against the complainants. In 
the course of its opinion, however, the court pointed out that in 
the exercise of its power to remove discriminations against inter- 
state commerce the federal body had to proceed in strict accord 
with the terms of section 13 (4). For instance, in discussing 
“full hearing” which the court decided had been given, Judge 
Sibley said that if discrimination in state rates were found to 
be substantial enough to require removal” the question must 
always arise whether the state rate or the interstate rate was 
unreasonable and should be altered.” 

“A previous establishment of the interstate rate as reason- 
able will not settle the question,” says the opinion, “because the 
representatives of the state are entitled to a full hearing on this 
question of relative reasonableness. We think, however, that 
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such a hearing was here afforded.*** While the hearing 
which is to be considered a single one, lasted for years, we 
cannot say the evidence taken in any part of it had become 
stale. If the Georgia commission had any definite proof of 
altered conditions, it should have been concretely offered. We 
discover no abuse of procedure in reaching the order of Decem- 
ber 1, 1929, in the evidence now before us.” 

The court, however, pointedly held that Georgia rates did 
not automatically hereafter have to follow changes in the inter. 
state level because the words “contemporaneously applicable” 
or “contemporaneously maintained” were used in the order 
establishing the interstate rates as the minimum for use on 
Georgia state traffic. It construed those words to mean the 
rates in effect at the time of the issuance of the order. (Op 
that point Judge Sibley showed that his own view was that the 
Commission’s order meant that Georgia rates were to move 
automatically with interstate rates in the future, but he went 
along with his colleagues because of the rule that words had 
to be construed, if possible, so as to make the order lawful. 
On that point the opinion said: 


Whether the minimum is lawfully prescribed we all think depends 
on whether the order means by ‘“‘contemporaneously” the rates now 
applicable and now maintained by the railroads, which we think 
would be a certain and lawfully fixed minimum, or whether it means 
the rates that may at any time in the future be applicable or main- 
tained by the railroads in interstate commerce. In the latter mean- 
ing we think the order would be unlawful because should in the 
future any of the interstate rates be altered, either by the railroads 
or by the Commission itself on the usual proceedings only, a change 
in the existing state rates would ipso facto result. Thus for all time 
in the future until this order should be revoked, the Interstate Com- 
merce Commission would have absorbed to itself the complete con- 
trol of intrastate rates on these commodities, altering them by 
altering the interstate rates without the hearing as to then condi- 
tions which is required by 14 (4). If this could be done as to these 
rates, it could be done for all rates in all the states. The complete 
control of intrastate rates could be reached by one general hearing 
in which it was determined that all state rates which differed from 
interstate rates were discriminatory and to be conformed to con- 
temporaneous interstate rates, with future changes only such as the 
carriers or the Interstate Commerce Commission might make. This 
would have much in the way of simplicity and uniformity to com- 
mend it, but as the Constitution, which gives the Federal govern- 
ment the right to regulate interstate commerce, has reserved the 
general control of intrastate commerce to the states, we think this 
result could be achieved only by altering the constitution. Certainly 
the powers of the Commission under 13 (4) were not intended to be 
so stretched. The section contemplates investigation of particular 
situations under conditions then existing, with a full, formal hearing, 
and authorizes interference with state rates only when there is dis- 
closed a present, real and substantial discrimination against, or other 
specific detriment to, interstate commerce. Florida vs. The United 
States, 30 Fed. (2d), 117. An order like the present one applying 
to but one rate would be as vicious in principle and unlawful for 
the same reasons, as the most extreme one that has been supposed 
would be. A majority of this court are of opinion that the present 
order means only to establish as the minimum the interstate rates 
actually in force at its date. The writer thinks it means to operate 
automatically in the future whenever interstate rates may be altered, 
and, that thus intended, it is unlawful. On the ground, however, 
that it might mean either thing, and should, if possible, be so con- 
strued as to be lawful, I acquiesce in sustaining it. State of Floirda 
vs. United States, 30 Fed. (2d) 117. 


As to the point that the minimum sought to be established, 
because some railroads had been authorized to make rates differ- 
ing from the scale, the court said that that could be cured by 
amending the order so as to make certain which rates were to 
be applied. As to the fourth point, that the rates for hauls in 
excess of 200 miles were arbitrary and unreasonable and them- 
selves discriminated against the shorter hauls and other com- 
merce, the court said that the Georgia commission and Com- 
missioners Aitchison and Woodlock thought so but that the 
majority had determined otherwise. The court said that inas- 
much as the evidence was not before it, the record not having 
been certified to it, it was bound to regard the conclusion of the 
majority as correct. 

The record has been certified since the dismissal and the 
case will be taken to the Court of Appeals. 


OIL ROUTING CASES 


The federal court for the northern district of Indiana, 
Hammond division, in an opinion by Circuit Judge Sparks, has 
dismissed equity No. 171, Standard Oil Co. (Indiana) vs. United 
States of America et al., in which the complainant sought a 
decree setting aside the orders of the Commission and directing 
the Commission to issue an order granting the prayer of the 
complainant for an award of reparation on account of over 
charges on shipments of petroleum products. The orders in ques 
tion were issued in Standard Oil Co. (Indiana) vs. Santa Fe, 113 
I. C. C. 597, and 139 I. C. C. 297. They dismissed complaints 12 
which the Standard sought the recovery of part of the charges 
assessed on shipments, moving over about 400 routes, each spe 
cified by the shipper, on the ground that the charges assessed 
were higher than those properly chargeable if the intermediate 
and Sligo rules were observed. 

Dismissal was made on the authority of Procter & Gamble 
vs. United States, 225 U. S. 282, 32 S. Ct. Rep. 761, on the ground 
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that the issues came within the scope of the Commission's 
administrative duties, in which it had issued negative orders 
denying to the complainants what they had sought in their 
complaints. The complainant, in the court case, claimed that 
the complaints before the Commission involved questions of 
jaw, that is, the construction of tariffs and that therefore the 
orders, admittedly negative in form, were reviewable in the 
courts. The court pointed out that the intermediate rule was 
prescribed by the Commission in the discharge of its administra- 
tive duty to prescribe the form of tariff publication and that 
the Sligo rule, so-called, was for the convenience of the car- 
riers in the publication of their tariffs. 

“If, as the petitioner now contends,” say the opinion, “the 
sole question presented to the Commission for determination 
was one of law, then petitioner had, under the provisions of 
section 9 of the interstate commerce act, the right and privilege 
originally either to make complaint to the Commission or to 
bring suit in a district or circuit court of the United States of 
competent jurisdiction for the recovery of the damages it claims 
to have sustained, but had not the right to pursue both of said 
remedies; and having elected to make complaint to the Com- 
mission and having obtained the Commission’s decision, peti- 
tioner has exhausted its rights and may not now in the courts 
pursue the alternative remedy.” 

It is the intention of the Standard to take the case to the 
higher court on its claim that the construction of tariffs in this 
case Was a question of law in which the Commission erred. The 
court that decided the case against it las granted a hearing 
in Chicago, Ill., on May 1 to enable the oil company to present 
arguments for a framing of the decision in such way that a 
clear-cut issue can be taken to the Supreme Court on the propo- 
sition of law it contends is involved in the matter. The trial 
court said it might be conceded that an order of the Commission 
which involved solely matters of law, and which did not in- 
volve the Commission’s administrative functions, might be re- 
viewed by the courts; and that though the order be negative in 
form yet affirmative in effect, it was still subject to review, but 
that such review had to be had in the manner provided by 
law. AS summarized by the court, the Standard contended: 


First. That the complaints which it originally filed with the 
Commission involved only the construction or interpretation of of 
certain tariffs which were conceded to have been in effect at the 
time the shipments moved; that all shipments were routed by the 
shipper in accordance with the tariffs in effect; that the questions 
presented were therefore purely matters of law and did not require 
the exercise by the Commission of any of its administrative func- 
tions, and are therefore reviewable by this court. : 

Second. That this court can review an order of the Commission 
holding a given rate or regulation just, reasonable, or not _discrim- 
inatory, if the holding is wrong as a matter of law, which it claims 
is true in the instant case. 

Third. That the orders of dismissal were a determination of a 
right on the one hand and of an obligation on the other, and that 
this court may review such orders even though negative in form. | 

Fourth. That the orders of the Commission, though negative in 
form, are affirmative in effect and therefore reviewable. 


CONCESSIONS ON WHITING 

The Commission’s bureau of inquiry has been advised that 
Judge Albert W. Johnson, in the federal district court at Scran- 
ton, Pa., has imposed fines aggregating more than $30,000 upon 
the carrier and its officers and employes involved in the matter 
and upon corporations and their employes engaged in shipping 
whiting from New York, N. Y., and Philadelphia, Pa., to des- 
tinations in central territory on indictments accusing the Penn- 
sylvania of granting concessions and of the cosignees receiving 
such concessions from the published rates on whiting. The 
officers and employes fined were accused of aiding and abetting 
in the giving and receiving of such concessions. The indictments 
alleged that whiting, received at the ports from abroad, was 
shipped on rates applicable to ground limestone. Fines were 
imposed either on pleas of guilty or nolo contendre: Pennsyl- 
vania Railroad Co., $5,000; E. A. Moran, $1,000; Harry Gordon, 
Placed on probation for six months; J. H. Nicholas & Co., New 
York City, $4,000; Nicholas H. Weitzner, $1,000; Alabastine Co., 
Grand Rapids, Mich., $5,000; H. C. Hamilton, $1,000; Armstrong 
Co., Detroit, Mich., $5,000; Rex E. Hall, $1,000; Reardon Co., 
8t. Louis, Mo., J. Vincent Reardon and Clarence R. Sweney, 
$1,000 each; Nelson Products Co., Chicago, IIl., $3,000; A. Daig- 
ger & Co., Chicago, $2,000; Max Woldenberg, M. M. Kraft and 
George W. Lerch, $1,000 each. 


THEFT FROM INTERSTATE COMMERCE 


“As a result of charges involving thefts from interstate 
commerce, being a shipment from Detroit, Mich., to Savannah 
Ga, Frank E. Bowman was indicted at Columbus, O., in De- 
cember, 1929,” says the Department of Justice. “After consider- 
able delay in bringing the case to trial and different pleas filed 
separate occasions by the defendant, finally concluding in 
a entry of a plea of guilty, Bowman has been sentenced to 
serve three years in the United States penitentiary at Atlanta. 
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It was disclosed at the trial that Bowman had at one time served 
a term in the Ohio penitentiary for grand larceny.” 


CONSOLIDATION OF RAILROADS 


Philadelphia trade bodies have petitioned the Commission 
to reopen and modify its plan for the consolidation of railroads 
in No. 12964 so as to provide for an independent system built 
around the Reading and the Central of New Jersey. 

The petitioners point out that the Commission’s plan pro- 
vides for System No. 5, Baltimore & Ohio, to which the Reading 
and Central of New Jersey were assigned. - 

“Your petitioners believe that the public interest will be 
better promoted if the plan is reopened and modified so as to 
make the Reading and Jersey Central the basis of an inde- 
pendent system,” say the petitioners. “If the Reading-Jersey 
Central system be made the basis of an independent system, 
competition will be more fully preserved, the existing routes 
and channels of trade and commerce will be better maintained, 
and the cost of transportation as between competitive systems 
and as related to the values of the properties through which 
the service is rendered will be more nearly the same, than if 
the Reading-Jersey Central is included in the Baltimore & Ohio 
system, and the several systems can employ uniform rates in 
the movement of competitive traffic, and under efficient man- 
agement can earn the same rate of return upon the value of 
their respective railway properties. 

“It is approximately six years since the public hearings 
of the Commission were closed. Since then, important changes 
have occurred bearing upon the propriety of the inclusion of 
the Reading-Jersey Central system in the Baltimore & Ohio 
system. Your petitioners desire to present at the reopened 
hearing a complete statement of the relevant facts bearing upon 
the disposition of the Reading-Jersey Central system in the 
Commission’s plan of December 9, 1929.” 

The petitioners are the Commercial Exchange, the Com- 
mercial Traffic Managers of Philadelphia, Grocers’ & Importers’ 
Exchange, Lumbermen’s Exchange, Manufacturers’ Club, North- 
east Philadelphia Chamber of Commerce, Board of Trade, Bourse, 
Chamber of Commerce, Drug Exchange, Maritime Exchange and 
the Real Estate Board. 

Commissioner Eastman, in his separate opinion in the con- 
solidation report, 159 I. C. C. 522, proposed the Reading system, 
composed of the Reading, the Central of New Jersey, the West- 
ern Maryland and the Lehigh & Hudson. 


VAN SWERINGEN-M. P. PLANS 
The Traffic World Washington Bureau 


No word of the Van Sweringen plans, if any, in respect 
to the Missouri Pacific, have come to the Commission. That 
body is without knowledge as to the accuracy of reports that 
the Allegheny Corporation, known as a Van Sweringen holding 
company, has obtained a substantial amount of the Missouri 
Pacific stock, estimated in some quarters as 20 per cent and 
spoken of by some as being large enough to control the Mis- 
souri Pacific. There is no duty on the part of the holding com- 
pany to report to the Commission that it has bought stock in 
a railroad. Even a railroad may buy less than a control in a 
non-competing railroad without reporting the fact in all in- 
stances. 

However, if it is part of the plan of the Van Sweringens 
to unify the Missouri Pacific and the Van Sweringen lines in 
any manner other than by having one holding company hold 
the stock of all, it will be necessary for the plan to be sub- 
mitted to the Commission. That is to say, if one or all of the 
Van Sweringen eastern lines desired to lease the property of 
the Missouri Pacific so as to create a real transcontinental rail- 
road line, as distinguished from the present so-called trans- 
continental lines and the rail-and-water transcontinental line 
of the Southern Pacific, permission would have to be obtained 
from the Commission. 

Such an application would raise the question whether the 
Commission would or would not change its so-called complete 
plan for the consolidation of railroads to the extent of allowing 
the eastern line or lines to bring about a unification less than 
a consolidation. The same question would be raised, of course, 
if a consolidation were proposed. No real consolidation plan 
has yet been submitted to the Commission. All the plans that 
have been discussed under the heading of consolidation are 
for unifications not providing for the incorporation of the prop- 
erties of two or more railroads as the property of a company 
organized or acquired for that purpose. 

Under the law as it now stands the Commission has no 
control over the operations of holding companies that acquire 
or may acquire the stock of a railroad or railroads. It has 
asked Congress to look into that question. In its rules of prac- 
tice in relation to the unification and consolidation of railroads 
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it has notified interested persons to furnish information about 
the operations of holding companies owning or controlling their 
stock. 

If a holding company acquired the stock of competing rail- 
roads, that would present a question under the anti-trust laws 
to be answered by the Department of Justice. With such an 
inquiry the Commission would have no official connection, though 
the Attorney-General might ask for its help in handling such 
acase. But acquisition of Missouri Pacific stock by the so-called 
Van Sweringen holding corporation has not been suggested 
as presenting a violation of any of the anti-trust laws. Com- 
missioners, the same as other citizens, are interested in the 
reported acquisition of control of the Missouri Pacific, but thus 
far the matter has not come within the scope of their duties. 

Representative Parker, of New York, chairman of the House 
committee on interstate and foreign commerce, said his com- 
mittee would inquire about the acquisition of Missouri Pacific 
stock by the holding company when it began its investigation 
of holding companies authorized by a resolution adopted by the 
House. Inquiry into reported moves of that sort and the prior 
acquisitions of holding companies was deemed necessary in 
connection with the consideration of legislation intended to 
empower the Commission to exercise supervision over holding 
companies having or acquiring the stock of operating railroad 
companies. Enactment of such legislation would enable the 
Commission, directly, to consider plans for unification or con- 
solidation in the light of facts concerning the activities of such 
holding corporations. 

The Commission’s so-called complete plan for the consoli- 
dation of railroads makes no provision for true transcontinental 
all-rail systems. It gives recognition, in large part, to the fact 
that the Ohio and Potomac, the Mississippi and Missouri are 
the boundaries within which existing systems, as a rule, have 
their being. There are exceptions to that and, in the case of 
the Commission’s No. 7 system, its rails would begin at the 
Missouri, cross the Mississippi and Ohio, and end in Florida. 


WILLIAMS ON CONSOLIDATION 


W. H. Williams, chairman of the board of the Wabash, ad- 
dressed the members of the Chicago Association of Commerce 
at a luncheon meeting at the Hotel La Salle, March 19, on the 
subject of railroad consolidation. In the audience were many 
members of the Traffic Club of Chicago, present by special 
invitation. 

Mr. Williams is a champion of consolidation and he ex- 
pressed satisfaction with the Commission’s plan, with special 
reference to the proposed Wabash system. He said the plan 
had met with a large measure of approval and he felt justified 
in treating it, in all its essential aspects, as an actual, if not 
technical, reality. It was generally understood, he said, that, 
though the Commission might at any time, of its own motion 
or on application, reopen its plan for changes or modifications 
in the public interest, this supplemental jurisdiction would be 
exercised in matters of detail and not in matters affecting the 
essential consolidation structure. 

The proposed Wabash system, he said, on the basis of 1928 
accounts, was earning five and a quarter per cent on its capital 
investment and ranked third among the twenty-one systems 
provided for by the plan, its rate of return on property invest- 
ment being exceeded by only the Chesapeake & Ohio-Nickel 
Plate system and the New Haven system. 

He explained in detail the provisions of the law relating 
to consolidation and the differences between consolidation, 
merger, and control through stock ownership. In his judgment, 
he said, the fruition of the Commission’s plan would be realized 
within a reasonable time, having regard for the magnitude of 
the task, involving many readjustments and the establishment 
of systems to provide adequate and efficient rail transportation, 
not only for the present but for the future. 

Whether additional legislation was desirable or necessary 
to make the consolidation program effective, he said, was a 
question open to different opinions, and he discussed at some 
length the amendments proposed. He thought the present plan 
to make consolidations voluntary and not compulsory should be 
maintained. 

Speaking of what he considered the value to shippers of 
rail consolidation, he said: 


It is our view, based upon a somewhat careful study of the more 
important unification cases considered by the Commission, that the 
economies to be realized from rail consolidation are often over- 
stated. Any well-considered consolidation should, of course, result in 
numerous economies which in the aggregate will be substantial; but 
it is doubtful whether sufficient economies will ever be realized through 
——— alone to make possible a general reduction in freight 
rates. 

On the other hand, it would be difficult to overstate the value 
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of consolidation from a transportation standpoint. No one can Say 
confidently how far it will go in the improvement of service but 
we can be entirely confident that the beneficial results will be real 
and important. 

Enlarging the units by which transportation is conducteq will 
enable them better to distribute their equipment, eliminating to a 
substantial extent the inequalities of car and power supply which 
under present conditions, often exist between different territories 
and enabling each within the limits of its own system to meet heavy 
seasonal demands in one territory by requisitioning cars and loco- 
motives from another territory where the demand at that particular 
time is light. Furthermore, fewer cars will have to move off their 
home lines to reach their destination and there will be therefore less 
moving of empty cars toward their home lines and a better utiliza. 
tion of each car. These two things alone should be the equivalent 
of adding many thousands of cars to the nation’s car supply, mak- 
ing car shortages more infrequent and, when ihey do occur, less 
severe. 

Another desirable result of consolidation will be the elimination 
of the delays which too frequently result when cars are transferred 
from one railroad to another. In other ways also consolidation wil} 
expedite service, making it possible for carriers to so route freight 
as to avoid the point where today the heavy interchanges between 
carriers are effected and in which congestion and delays first and 
most seriously affect the nation’s traffic. 

Furthermore, it will greatly facilitate the establishment of through 
fast-freight schedules. To the extent that this has already been 
done shippers have found it of immense benefit and after consolidation 
many more of these services will undoubtedly be feasible and, being 
feasible, be established. 

A less obvious but none the less real advantage will be that in 
a far larger proportion of cases the shipper and the receiver of 
freight will have but one organization with which to deal. In it 
will be concentrated all responsibility for any particular shipment 
and in all matters relating to the shipment such as tracing, recon- 
signment or anything else, it will be necessary to deal only with 
the one carrier, thereby greatly simplifying and hastening the dis- 
position of the business for shippers as well as for the carrier. 

Not the least of the advantages of consolidation is the resulting 
possibility of linking up sections of railroad now separately owned 
and not used together as a part of a single route, thereby providing 
additional railroad facilities and sometimes shorter and better routes 
quite as effectively as could otherwise be done by much new and 
costly construction. Let me illustrate this by referring to two new 
routes which can and will be established when the Commission’s final 
plan for consolidation is put into effect. 

Under that plan the Baltimore and Ohio will be able to and has 
announced that it will, by linking up sections of railroad now owned 
by five separate corporations and constructing a relatively short con- 


necting railway, establish a new and additional route from New’ 


York to Chicago and the west which actually will be 83 miles shorter 
and will cross the Alleghanies 700 feet lower than its present line. 

Another new route will be afforded by the Wabash system which, 
by linking the Lehigh Valley and Western Maryland by trackage or 
new construction, will provide a third route from New York to Pitts- 
burgh and will, in connection with other lines which are to be con- 
solidated with the Wabash, afford a new route from New York to 
St. Louis approximately sixty-one miles shorter than the present 
Wabash-Lehigh Valley route via Buffalo. 

Finally, I should mention the more intensive use of terminals. 
In the Wabash application to the Commission it took an advanced 
position in respect to use of the terminals. The Commission itself 
has gone further and has taken the definite position that all terminal 
properties should be thrown open to all users on fair and equal terms 
so that industries on whatever rails located shall have access to all 
lines radiating from that terminal and every line carrier reaching 
that terminal should similarly have access to all terminal tracks 
within the terminal area. 

In conclusion may I draw your attention, first, to the growth of 
the powers and the broadening of the responsibilities of the Com- 
mission; second, to the high credit of the railways and to their 
unprecedented efficiency in public service, and, third, to the growth 
of understanding and cooperation between the Commission and the 
railway companies? That these developments should have progressed 
in such apparent relation to each other will doubtless be significant 
to your minds. 

Today the Commission shares with railway management respon- 
sibility for the credit of the railways, for the stability of the rail- 
way structure, and for the efficiency of national transportation. 

It is not hard to believe that the fine cooperation which has so 
largely contributed to the present day efficiency of the transporta- 
tion machine will be further exemplified in general railway support 
of the judgment now reached by the Commission in the great case 
for the solution of which the railways have so loyally provided the 
vast material. 


DIGEST OF DECISIONS 

The publication of a “Monthly Digest of Decisions of the 
Interstate Commerce Commission” has been begun by the H. C. 
Lust Publishing Company, Fowler, Ind. The first issue, dated 
February 15, includes decisions beginning with page I of 159 
I. C. C. and ending with 166 I. C. C. 153. The monthly issue 
will contain digests of the decisions issued by the Commission 
to within ten days of date of publication, it is stated. In addi- 
tion to 31 pages of digests, included in the first issue of the 
publication, a table of contents lists the reports under general 
headings or captions, such as “advanced rates,” “any-quantity 
rates,” and “blanket rates.” An index of commodities and lo- 
calities lists the commodities involved, alphabetically, with the 
territory or locality shown opposite, the I. C. C. volume and 
the page reference in the publication. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Warehousing and Transportation 


Separation of Storage and Carriage a Modern Achievement—Investment in Warehousing Industry 
More Than $500,000,000 — Operates in Spread Between Carload and Less-Carload 
Rates — National Association Active Force in Industry Development 


By HOMER H. SHANNON 


railroads and other transportation agencies in the 

physical distribution of the nation’s commodity 
wealth today, but it has always been closely integrated 
with rail and ocean services—so closely, in fact, that it 
was not until 
the last part of 
the nineteenth 
century that 
there was a 
clear demarka- 
tion between 
transportation 
and warehous- 
ing. As an or- 
ganized, highly 
specialized, and 
distinct feature 
of the distribu- 
tion, the indus- 
try is not more 
than forty or 
fifty years old, 
on the author- 
ity of the text 
book writers 
and those close- 
ly associated 
with its devel- 
opment. 

To such as 
have received 
their traffic and transportation education since the pass- 
age of the Hepburn act, in 1906, that statement may 
vem questionable. Anything that has been a relatively 
fixed part of the world through the period of one’s adult 
«lucation is likely to be taken for granted as having 
teen that since things got started, but a different con- 
(lusion as to the warehouse industry would be easy, be- 
tause of the substantial character it presents in the elab- 
wate, huge plants that, with the smaller ones, go to 
make up the more than $500,000,000 of investment 
wrapped up in warehousing services available to manu- 
facturers and shippers in this country. 

Although the warehouse industry of today, in its 
essential character, is of relatively modern origin, the 
American Warehousemen’s Association is comparatively 
iid, as trade associations go. Its next annual conven- 
tion will be the fortieth. It has lived long enough to 
accumulate some wisdom and experience—to acquire 
lefinitely a past, ef much of which it is proud. The pres- 
ent middle-aged respectability and properity of the indus- 
ty necessarily mean that there have been accomplish- 
ents that, on the whole, represent a useful life. 

Smaller Stocks and More Patrons 


But despite, or because of, all that, there has never 
en a period in the development of the industry more 
‘harply marked with problems of a transitional nature, 
ind in which more changes of a fundamental and far- 


he warehousing industry not only supplements, the 











H. C. Herschman, general president of the 
American Warehousemen’s Association. 


reaching-kind have taken place than in the last ten years, 
according to Wilson V. Little, executive secretary of 
the merchandise division of the national association. 

Those changes have, in large measure, come about 
as a result of improved railroad service and the resultant 
spread of what is called “hand-to-mouth buying.” No 
doubt a general tightening up of competitive conditions 
as well as an increasing application of expert knowledge 
to all the subdivisions of the economic scheme have had 
something to do with it. 

The fact remains that, as an accompanying phenom- 
enon of the growing dependability of modern transporta- 
tion, stocks held on the floors of warehouses at widely 
scattered points by individual manufacturers have ma- 
Nerially declined, as has been the case with reserve stocks 
maintained on the shelves of retail stores. One of the 
chief advantages afforded the distributor by the mer- 
chandise warehouse is that it provides a local store to 
meet immediate demands of purchasers in the territory. 
When rail transportation was uncertain and, at best, 
slow, it was necessary that the manufacturer protect 
himself in local sales territories with a sufficiently large 
reserve to negative that inconvenience. But, as one more 
item in substantiation of the universality of the law of 
compensation, 
while the indi- 
vidual patron 
of the ware- 
house reduced 
the size of his 
warehouse 
stores, the num- 
ber of custom- 
ers increased. 
There are a 
great many 
more manufac- 
turers using the 
services of pub- 
lic warehouses 
today than 
there were ten 
years ago, says 
Mr. Little. 
“The industry 
has gone ahead 
and is going 
ahead; so much 
so,” he said, 
“that promot- 
ers have felt it 
was a good field 
for their activities in the last few years.” The result has 
been that large terminal projects have been initiated by 
investment bankers and others interested only in capital- 
izing the financial operations involved, without due con- 
sideration of the actual needs of the locality. “There was 
an epidemic of these terminal projects three or four years 
ago,” he said. 








Wilson V. Little, executive vice-president 
of the merchandise division, A. W. A., with 
headquarters at Chicago. 
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Other recent developments in the industry have to do with 
a growing specialization of services and, in particular, the crea- 
tion of accounting methods and cost figures that enable the 
warehouse operator to base his charges on sound business prin- 
ciples serving to create uniformity within the industry. 


The National Association 


The membership of the national association is divided be- 
tween operators of cold storage plants and operators of mer- 
chandise warehouses. A single operator, of course, may have 
both types of houses, but membership in the two divisions is 
maintained separately. The cold storage division has 193 
members, with an investment of approximately 250 million 
dollars, representing about 75 per cent of the public cold storage 
space in the country, according to Department of Commerce 
figures. In the merchandise division there are 416 members, 
representing that many warehouses, ranging in size from a few 
thousand feet of floor space for storage up to several millions. 

Though the organization presents a unified front on com- 
mon problems, each division is autonomous and maintains its 
own paid staff of employes to look after the interests of its 
membership. The general organization consists of a general 
president, general vice-president, general secretary, and general 
treasurer. The board of directors consists of those officers, not 
including the general secretary, and the three elected officers 
of each division. Each division has its elected president, vice- 
president, and treasurer, and an executive committee consisting 
of those three officers and six elected members. 


The present “set-up” is of recent origin. Up to 1924, the 
association had three divisions. In addition to the two existing 
divisions there was the household goods division, which had 
been a part of the organzation since its inception. In that 
earlier time, each division had its own committee for directing 
its activities, but that was only manifest at such times as the 
annual conventions, when sectional meetings were held. The 
work of the association was carried on through a general secre- 
tary and the general organization, rather than, as at present, 
under autonomous divisions. But, by 1924, specialization within 
the industry had made such progress that operators of different 
types of houses felt the need of more independence of action. 
In that year, the cold storage division found it desirable to hire 
its own executive secretary and otherwise reorganize, so that 
it might give more intensive attention to its individual problems. 
That was accompanied almost immediately by similar action on 
the part of the merchandise division and, January 1, 1925, it set 
up an office of executive secretary alongside that of the cold 
storage division. The decision to take that action was reached 
at the 1924 annual convention and was further strengthened by 
consolidation with the association of the Central Warehouse- 
men’s Club, a group of warehousemen principally in the middle 
west. 

That left the household goods division independent of the 
other two divisions in so far as active work was concerned, and 
joined to them only through the overhead organization. At the 
1925 convention of the national association, arrangements were 
made for the discontinuance of the household goods division and 
for its consolidation with the National Furniture Warehouse- 
men’s Association. The feeling that more could be accomplished 
in the interest of the industry by creation of autonomous divi- 
sions really originated with the household goods people, accord- 
ing to Mr. Little. They had formed the National Furniture 
Warehousemen’s Association in 1919. Individual problems had 
become so complicated and the industry itself had grown to such 
dimentions that a high degree of independence was required. 
“The moving force throughout these changes,” commented Mr. 
Little, “was the principle of strength in unity of interest.” 


Commercial Warehouses in 14th Century 


The beginnings of this highly specialized and well organ- 
ized industry were in times that long preceded the steam rail- 
road or almost any of the more prominent features of our pres- 
ent intensively industrial civilization. Commerce, we are told, 
has been an important activity of man since he developed 
language, and commerce necessitated storing. But warehousing 
is to be distinguished from storing, says a standard text on the 
subject. ‘Warehousing implies storage, but it connotes the addi- 
tional element of trade and profit; warehousing is storing for 
commercial gain.” Joseph was a storekeeper and not a ware- 
houseman, under the definition. It seems that the first com- 
mercial warehouses were developed in Venice, when that city- 
state was the mistress of the Mediterranean and at the height 
of her commercial glory. Under the guild system, large storage 
systems or warehouses were built and space rented to indi- 
viduals and a standard receipt for warehoused goods was devel- 
oped that was customarily accepted as “good delivery” among 
the medieval brotherhoods of silk and wool merchants. That 
all goes back to the fourteenth century. Venice, famed for a 
liberal warehousing policy, was the center of art, learning, and 
commerce. That the first of those characteristics directly con- 
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tributed to the others is likely, as has been pointed out by a 
number of writers. i 

But all that is a bit dim and tenuously attached to the com. 
mercial warehousing institutions of the present. Less far back 
in the line of development are the “transit sheds” and other 
mediums of storage adopted with the growth of ocean commerce 
It was necessary that some means be used to accumulate goods 
waiting for the sailing of a vessel without the use of the ship 
for that purpose. And, similarly, on discharge it was not prac- 
ticable to hold the ocean carrier at the dock while each con. 
signee came for his shipment and carted it off. It had to Zo 
into some sort of temporary storage and, with that, developed 
the services of foreign freight forwarders and others acting as 
agents of shippers and consignees. 

That leads up to what took place when the steam railroad 
opened the vast interiors of the continents of the world to 
intensive settlement and the creation of inland industry anq 
commerce. For a long period the box car was the only ware. 
house at many inland points—that and the freight depot. That 
was particularly true at small settlements in their early develop. 
ment. Rail shipments were, of course, made to points along 
the newly laid railroad, long before it could be commercially 
profitable, to create the facilities of a commercial warehousing 
service, and it was natural that the cars and depots of the 
carriers should be impressed into the service, awaiting pickup 
by the receiver of the goods. 

Presumably, nothing vicious was found in that until these 
practices came into competition with some other agency de- 
signed to do the work. Actually, however, the term “rebating” 
had been applied to railroad storage practices before the ware- 
house industry had become vocal through the formation of a 
national association. Large shippers, it was alleged, got prefer- 
ences, and there seems little reason to doubt that that was the 
case. In the last half of the nineteenth century enforcement of 
arbitrary rules requiring charges when goods were held in a 
car by the shipper or receiver had not taken the fixed form 
that now characterizes them, and the railroads found the exten- 
sion of storage services a useful factor in competitive solicita- 
tion. It goes without saying that such privileges did not have 
to be forced on the shipper who had a large consignment of 
goods at hand and no place to put it. 

Railroad Practices United Industry 


That situation, among others, was largely responsible for 
the formation of the American Warehousemen’s Association in 
1891, according to Mr. Little. Warehousing, as a service distinct 
from and independent of transportation, had definitely emerged 
through technical developments connected with grain storage 
and the development of cold stgrage plants. Except as in con- 
nection with grain storage, the warehousing industry was “hap- 
hazard” and an incidental adjunct of transportation, banking, or 
some other commercial or industrial activity until the late 
eighties of the last century. Then came the art of artificial 
refrigeration and a demand for Washington apples in January 
and February by citizens of New York and Chicago. The highly 
specialized problems created by cold storage was one of the 
strong forces that served to bring the industry together and 
create recognition of its individual integrity. 

After the formation of the national association, one of its 
first acts was to attack the warehousing practices of the rail- 
roads in a case filed with the Commission, naming some fifty- 
two lines as offenders. That case was decided in 1898 and 
formally required the railroads to discontinue the practices 
complained of. 

It was not, however, until the passage of the Hepburn act 
of 1906 that real relief was received by the warehouse industry, 
according to its representatives. The greater authority given 
the Interstate Commerce Commission and the more rigid en 
forcement of its orders that followed, indirectly and directly, 
removed the principal competitors of the warehouses from the 
field. That has been followed with steady growth, both in in- 
vestment in the industry and internal development providing for 
the highly specialized services of the present, under whic 
individual techniques have been evolved for all the principal 
agricultural staples, in addition to well defined rules for ware 
housing more than 700 manufactured and semi-manufactured 
products. 

The process of disentangling warehousing and transporta- 
tion undoubtedly influenced not only the development of the 
warehousing industry but, in a measure, has been reflected in 
the services of the carriers, particularly with reference to de- 
murrage rules. Today there is a continual interplay of forces 
between the two, so closely are they related. As, to a large & 
tent, the warehouse operates between the spread of the carload 
and less carload rates, changes in rates vitally affect the 
industry. , 

Uniform Warehouse Receipts 

Concurrently with, and in a sense supplementing, the 
changes that were taking place with respect to the relation of 
the warehouses and the railroads, there were other things hap 
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ning to mark the progress of warehousing toward the role 
it plays in the distribution and merchandising of commodities. 
pecognized as one of the most important of these was the 
miform warehouse receipts act. That was sponsored by an or- 
gnization known as the National Conference of Commissioners 
mn Uniform State Laws, which, in 1892, undertook the promotion 
of such laws, the second of which was the warehouse receipts 
at. Under it it is a criminal offense for a warehouseman to 
jgue a receipt for goods not actually received or not under his 
control at the time of issuing the receipt; to issue a receipt 


" ontaining a false statement; to issue a duplicate receipt not 
| jlainly so marked; to issue a receipt for goods of which he 


is the owner, either in whole or in part, and not stating this 


J tact; or to deliver goods under his negotiable receipt without 


obtaining return of the receipt. 
Two kinds of receipts are provided for—the negotiable 
aud the non-negotiable. Unless otherwise specified, all receipts 


"ae negotiable, and may pass from hand to hand by endorse- 


ment, aS with other negotiable instruments, the title to the 
gods going with the receipt. Under the non-negotiable receipt 
is surrender is not essential to delivery of the goods, but they 
cannot be surrendered except on a written order of the holder 
of the receipt. By that means, a banker making a loan on 


‘stored goods can get title of ownership made out to himself 


ad, regardless of what might happen to the receipt, delivery 


‘of the goods could not be made without a written order from 


the bank. 
The warehouse receipt fixes the legal relation of the owner 
of the goods and the warehouseman or custodian, just as the 
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an essential adjunct of transportation and commerce has been 
brought to a vigorous state of maturity that permits the national 
distributor of goods to maintain. stocks at a great number of 
points over the country or conduct pool car operations with 
assurance that his distribution problems will receive the atten- 
tion they require and that he is protected against loss. 

The question of uniform practices among warehouses is an 
active one with the association. “Our services are national in 
their scope, like those of the railroads and express company,” 
said Mr. Little. “A single manufacturer may use the services 
of as many as ninety or a hundred of our members. And it is 
necessary that we bring the members to appreciate that they 
are not acting by themselves.” As a part of that work, the 
association, in cooperation with the Department of Commerce, 
has promulgated standard receipt forms, and a form covering the 
“standard contract, terms and conditions” has been approved 
by the industry, bankers, and others interested—‘so that all 
will speak the same language.” 

“The modern warehouseman is called upon to perform 
widely varied services to meet the individual distribution needs 
of his customers. Some require only the regular storage and 
in-and-out handling services; others require, in addition, re- 
shipping, weighing, sorting, repacking, etc., or special services 
in connection with small lots,” says the association’s publication 
containing the standard terms. The negotiable and non-nego- 
tiable receipts forms have been standardized and recently the 
association published a small booklet, “These New Terminal 
Projects;” prepared by C. B. Carruth, its cost accountant and 
statistician. That was intended as a bit of cold water for such 





Warehouse scenes, typical of modern handling methods. 


ill of lading does with goods tendered for transportation. The 
niform receipts law has been enacted by all the states of the 
inion except four. Those four are Georgia, Kentucky, New 
Hampshire and South Carolina. The act is also in force in the 
District of Columbia, Alaska, the Philippine Islands and Porto 
tito. The Kentucky law is substantially that of the uniform 
«t. That state, in fact, pioneered in the enactment of laws 
i the subject, made necessary by the high value of whisky and 
bacco stores held there—at one time. In all but three of the 
‘ates, the law expressly forbids delivery of the goods, in whole 
tin part, without surrender of the receipt, if it is of the nego- 
lable kind. Although the enactment of the state laws did much 
0 establish the dependability of receipts and stabilize the loan 
talue of warehoused goods, it was not until passage of the 
tderal warehouse act of 1916 that receipts were generally 
ceptable outside the locality in which they were issued, due 
0 laxness of state supervision. The act of 1916 applies only to 
‘ticultural commodities and provides for the licensing and 
‘nding of warehouses, which subjects them to inspection and 
ipervision, and establishes the integrity of the receipts beyond 
Nestion—so says the text book. Under the federal inspection, 
audit bureau exercises continuous control over the records 
itlicensed warehouses. The loan value of goods held in cold 
‘erage may run as high as 80 per cent of actual value, in 
‘*‘Mmon practice, but usually is held to about 75 per cent. The 
“2 value of staple goods in merchandise warehouses generally 
‘re closely approximates 65 per cent of actual market value. 


Activities of the Association 


Throughout its existence the national association has been 
X active advocate of these measures on which the usefulness 
ad dependability of the industry rests. Under its guardianship 





as might become intoxicated by the glowing language employed 
by promoters—previously referred to—of large new terminal 
projects without first ascertaining their need. “The failure of 
such projects has, in some instances recently, tended to bring 
the industry into disrepute,’ explained Mr. Little. 

Publications issued by the merchandise division of the 
association include: ‘‘Cost Finding for Warehousemen,” ‘“Ware- 
housing General Merchandise—An Encyclopedia,” and a “Direc- 
tory of Merchandise Warehouses.” The latier includes gen 
eral information about the location, services, and equipment 
of association members. More than 5,000 copies have been 
placed in the hands of shippers and manufacturers. The ency- 
clopedia includes elaborate formulae for cost studies and infor- 
mation accumulated from association members on costs, as 
well as tables to be used in basing rates. In addition, the 
division publishes a monthly magazine, ‘“‘The Merchandise Ware- 
houseman.” At the last annual convention, as then reported 
in The Traffic World, the division voted to double the dues of 
members, principally to finance a vigorous national campaign 
of advertising. One item in that, which has appeared in the last 
few weeks, is a 32-page pamphlet, “Increasing Your Sales 
Through Use of A. W. A. Public Merchandise Warehouses,” 
written by John H. Frederick, assistant professor of commerce 
and transportation, Wharton School of Finance and Commerce, 
University of Pennsylvania. The pamphlet will be distributed 
among prospective users and others interested. It gives, in 
brief but comprehensive form, the services of the member ware- 
houses and the arguments in favor of use of the public ware- 
house as a factor in distribution. 

The division cooperates with the Department of Commerce 
in the issuance of current st&tistics on the industry and has 
recently proposed a trade practice conference under the auspices 
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of the Federal Trade Commission, with a view to adoption of 
industry rules. 

The cold storage division, with W. M. O’Keefe as executive- 
secretary, issues a quarterly mimeographed bulletin for the 
benefit of its membership and is generally active in promoting 
their interests. Under the auspices of the Federal Trade Com- 
mission, it held a trade practice conference last July at which 
nineteen rules regulating the industry were adopted, covering 
matters from the deception of customers, excessive loans, issu- 
ing receipts containing false statements, to commercial bribery, 
secret rebates or other unfair deviation from the ordinary 
course of business. 

Both divisions maintain active committees to handle matters 
of a transportation nature and protect the interests of the 
members as to rates, classification, and other matters. In that 
connection, the practices of the federal barge line with respect 
to storage of goods are a subject of attack by the committee 
on rivers and lake ports, of the merchandise division. 

Under the by-laws of the association, any reputable firm 
that has been in the warehouse business for two years is 
eligible to membership. As explained by Mr. Little, the two 
year limitation provides a period for investigation as to responsi- 
bility. “Our business is akin to banking,” he said, ‘and we feel 

_that there should be just as much assurance given the depositor 
of goods as a man placing his money in a bank would expect.” 

“Select your warehouseman as you do your banker,” is the 
slogan carried on the association’s stationery and literature. 


R. R. REVENUES AND EXPENSES 


Operating revenues and operating expenses of Class I rail- 
reads for the United States as a whole, for January, 1930, and 
January, 1929, according to compilations from carrier reports 
by the Bureau of Statistics of the Commission, were as follows: 





1930 1929 
Average number of miles operated........ 242,370.66 242,185.07 
Revenues: 
CS BID sg earth a ad wb. eC lasicwaliaiane bin eases $ 337,992,605 $ 367,236,303 
EI Sachs ave cgciesenteabee esse *70,451;666 174,996,586 
CHa so dts Adca ee ais conse a eares 9,447,473 9,290,619 
RE ADRESS Ges Rae eg eee eran 8,289,358 9,099,489 
All other transportation.............. 14,505,474 16,225,367 
ncn ko ioe o'eid-05: 0. bie Ub ceeeee ,674,059 9,860,722 
ES re rer ee 1,122,721 1,060,893 
GUNG SNEN EIN 5. co vccceccessesdceeus 292,862 307,459 
; Railway operating revenues....... 451,190,494 487,462,520 
Expenses: 
» “Maintenance of way and structures... 54,833,265 58,418,686 
} nee Of equipment....ci...ses 95,828,561 100,237,377 
Seek Tes lca vadheneeyentoe xi 11,322,194 10,664,646 
eG 6 oi 6 hidia:s 6a bin: 0's 0.6 ek 024 ore 173,534,894 180,071,298 
Miscellaneous operations.............. ,915,569 ,807,735 
RE EL 16,936,764 16,285,714 
Trensportation for investment—Cr.... 902,545 747,799 
Railway operating expenses....... 356,468,702 369,737,657 
Net enue from railway operations..... 94,721,792 117,724,863 
Rail  £... Se arererreeen 29,682,869 31,401,857 
Uncoftectible railway revenues............ 91,677 72,837 
Railway operating income........ 64,947,246 86,250,169 
Equipment rents—Dr. balance............ 7,439,719 7,095,528 
Joint facility rent—Dr. balance........... 2,033,112 1,978,703 
Net railway operating income.... 55,474,415 77,175,938 
Ratio of expenses to revenues (per cent) 79.00 75.85 


*Includes $3,302,282 sleeping and parlor car surcharge. 
tIncludes $3,315,109 sleeping and parlor car surcharge. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 8 totaled 
873,548 cars, according to the car service division of the Ameri- 
can Railway Association. This was a reduction of 25,641 cars 
below the preceding week and a reduction of 73,991 cars below 
the same week in 1929. It also was a reduction of 78,008 cars 
under the same week in 1928. 

Revenue freight loading by districts the week ended March 
8 and for the corresponding period of 1929 was reported as 
follows: 


Eastern district: Grain and grain products, 6,537 and 5,836; live 
stock, 1,867 and 1,905; coal, 36,411 and 37,209; coke, 2,403 and 3,677; 
forest products, 4,242 and 5,015; ore, 1,020 and 1,544; merchandise, 
L. C. L., 68,879 and 71,755; miscellaneous, 79,401 and 94,931; total, 
1930, 200,760; 1929, 221,872; 1928, 218,680. 

Allegheny district: Grain and grain products, 3,002 and 3,278; live 
stock, 1,647 and 1,665; coal, 36,144 and 41,078; coke, 5,085 and 5,867; 
forest products, 2,388 and 2,845; ore, 1,802 and 2,332; merchandise, 
L. C. L., 51,272 and 55,264; miscellaneous, 77,184 and 79,425; total, 
1930, 178,524; 1929, 191,754; 1928, 187,128. 

Pocahontas district: Grain and grain products, 234 and 174; live 
stock, 25 and 41; coal, 31,516 and 40,179; coke, 338 and 447: forest 
products, 1,367 and 1,183; ore, 228 and 58; merchandise, L. C. L., 
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6,851 and 7,647; miscellaneous, 6,496 and 5,481; total, 1930, 47 055; 1994 
55,210; 1928, 53,649. oS ae 
Southern district: Grain and grain products, 4,184 and 3,796; li 
stock, 1,381 and 1,628; coal, 19,022 and 24,826; coke, 488 and 670: Rane, 
products, 16,753 and 18,055; ore, 950 and 1,379; merchandise, 1, Cc ih 
41,388 and 41,445; miscellaneous, 56,222 and 56,583; total, 1930, “140, 49¢° 
1929, 148,382; 1928, 161,384. hee aa 
orthwestern district: Grain and grain products, 9,644 and 19 451; 
live stock, 6,355 and 7,138; coal, 6,676 and 6,381; coke, 1,400 ang 1,924: 
forest products, 17,624 and 19,853; ore, 318 and 608; 'merchandisé = 
C. L., 31,461 and _ 31,989; miscellaneous, 32,853 and 34,201; tot] 1930, 
106,331; 1929, 112,545; 1928, 119,020. , , 
Central Western district: Grain and grain products, 11,739 and 
12,517; live stock, 9,923 and 8,728; coal, 11,279 and 13,608; coke 302 
and 319; forest products, 8,729 and 9,779; ore, 3,068 and 4,299: mer. 
chandise, L. C. L., 34,594 and 35,275; miscellaneous, 47,713 and’51 644: 
total, 1930, 127,347; 1929, 136,169; 1928, 136,620. aio 
Southwestern district: Grain and grain products, 5,634 and 5,855: 
live stock, 2,344 and 2,315; coal, 3,847 and 6,056; coke, 91 and 117; for: 
est products, 6,908 and 8,173; ore, 741 and 512; merchandise, L, ¢, 1, 
15,893 and _ 16,584; miscellaneous, 37,685 and 41,995; total, 1930, 73 143: 
1929, 81,607; 1928, 75,075. sai 
Total, all roads: Grain and grain products, 40,974 and 41,907; liye 
stock, 23,542 and 23,420; coal, 144,895 and 169,337; coke, 10,107 and 
13,021; forest products, 58,011 and 64,903; ore, 8,127 and 10,732; mer- 
chandise, L. C. L., 250,338 and 259,959; miscellaneous, 337,554 and 364. 
260; total, 1930, 873,548; 1929, 947,539; 1928, 951,556. 7 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 
Four weeks in January............ 3,349,424 3,571,455 3,448,895 
Four weeks in February........... 3,505,962 3,766,136 3,590,742 
eS a ee eee 899,189 978,201 959,494 
WOU GE BECO Be ccikscsvcnssevanas 873,548 947,539 951,556 
DOE, 5 bse cawasudcomen anew aesmem 8,628,123 9,263,331 8,950,687 


REVENUE TRAFFIC STATISTICS 


Revenue passengers carried by Class I railroads in 1929 
totaled 779,045,000, a decrease of 10,815,000 as compared with 
the number carried in 1928, according to revenue traffic statistics 
compiled by the Bureau of Statistics of the Commission from 
carrier reports representing 164 steam railways, exclusive of 
switching and terminal companies. 

Passenger revenue dropped from $900,879,113 in 1928 to 
$872,559,766 in 1929, a decrease of $28,319,347. 

Revenue per passenger mile averaged 2.808 cents in 1929 
as compared with 2,849 cents in 1928. 

Revenue passengers per car averaged 12.53 in 1929 as com- 
pared with 12.90 in 1928. 

Miles per passenger per road averaged 39.89 in 1929 as com- 
pared with 40.03 in 1928. 

Revenue tons carried in 1929 totaled 2,427,465,000 as com- 
pared with 2,333,847,000 in 1928. 

Revenue tons carried one mile totaled 447,260,229,000 in 
1929 as compared with 433,058,725,000 in 1928. 

Freight revenue amounted to $4,814,842,283 in 1929 as com- 
pared with $4,687,614,193 in 1928. 

Miles per revenue ton per road averaged 184.25 in 1929 as 
compared with 185.56 in 1928. 

Revenue per ton mile averaged 10.77 mills in 1929 as com- 
pared with 10.82 mills in 1928. 

Revenue per ton per road averaged $1.983 in 1929 as com- 
pared with $2.009 in 1928. 

Passenger revenue in December, 1929, amounted to $74,409, 
405 as compared with $76,639,077 in December, 1928. 

Revenue passengers carried in December, 1929, showed an 
increase over the number carried in December, 1928, the totals 
having been 67,446,000 and 66,383,000, respectively. 

Freight revenue in December, 1929, amounted to $340,104,574 
as compared with $367,353,692 in December, 1928. Revenue 
tons carried in December totaled 174,275,000 as compared with 
182,884,000 in December, 1928. 


MOVEMENT OF FREIGHT 


The daily average movement per freight car in January 
this year was 28.2 miles, according to reports for that month 
filed by the railroads with the Bureau of Railway Economics. 

The daily average movement per freight car for that month 
last year was 29.5 miles, and in January, 1928, it was 27.6 miles. 

In computing the average movement per day, account is 
taken of all freight cars in service, including cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs, and also cars on sidetracks for which 10 
load is immediately available. 4 

The average speed of freight trains in January was 13. 
miles per hour, an increase of four-tenths of one mile above 
that for the same period last year and an increase of seven- 
tenths of one mile above that for january, 1928. 76 

The average load per car in January this year was — 
tons, including less-than-carload-lot freight as well as carlo 
freight. This was an increase of one-tenth of one ton -= 
the average for January, 1929, and an increase of four-tenths 
of one ton above January, 1928. 
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BUS REGULATION BILL 


The Traffic World Washington Bureau 


The provisions in the Parker bus regulation bill limiting 
ihe jurisdiction of joint boards composed of state officials acting 
ys agents for the federal government to those cases where the 
notor-bus operations are between two states only, caused con- 
siderable debate in the House. 

Representative Mapes, of Michigan, reflecting the views of 
the six members of the committee on interstate and foreign 
commerce who believed that the jurisdiction of the joint boards 
should be extended, offered an amendment providing that the 
jurisdiction should extend to operations in not more than three 
sates. There was considerable sentiment in support of that 
proposal, but the majority of the members of the committee 
adhered to their decision that it would not be practicable to 
have the state joint boards deal with cases in which operations 
in more than two states were involved. The Mapes amendment, 
however, was adopted by a vote of 134 to 45. 

Representative Garber, of Oklahoma, in the course of the 
jebate, took occasion to speak in support of legislation hereto- 
fore urged by him under which appointments to the Commission 
would be made on a geographical basis and the Commission 
would be decentralized through provision for individual com- 
missioners holding “annual sessions at convenient places in each 
of the four group rate-making districts of the country.” He 
asserted that the Parker bus bill proposed to delegate the power 
of the Commission to one member of it and said the reason 
for that was that “the need of regional administration is rec- 
ognized as essential to its administration.” 

Representative Rankin, of Mississippi, insisted that the bill 
gave the Commission power to fix the rates of motor-bus car- 
tiers, but members of the interstate committee contended that 
it provided only that the Commission should pass on the rea- 
sonableness of rates. The Mississippian delared that the bill 
was the “worst piece of legislation that has ever come before 
the House,” and that the “great transportation corporations are 
behind this bill.” He said regulation of motor trucks would 
come next. 

“As a matter of fact,’ said Representative Fulmer, of South 
(Carolina, “the Interstate Commerce Commission requested this 
committee to put truck lines in the bill at this time.” 

“Certainly, of course, they are in favor of it,” said Repre- 
sentative Rankin. “That is the next step.” 

An amendment offered by Representative Moore, of Virginia, 
laking “necessity” out of the provision with respect to certifi- 
cates of public convenience and necessity was rejected. Mr. 
Moore said that public convenience should be the sole deter- 
mining factor. 

Representative Huddleston, of Alabama, offered as a sub- 
stitute his bill. under which bus operators only would have to 
provide surety to protect the public with respect to injuries 
‘0 persons and damage to property, but it was rejetced. 


: Representative Arentz, of Nevada, read messages from the 
Nevada commission in opposition to the bill. He said he be- 
lieved the bill would be acceptable to the Nevada commission 
it it were made plain that there was no intention to interfere 
vith state regulation of intrastate bus carriers. 


Representative Glover, of Arkansas, and Representative 
(lark, of Maryland, spoke against the bill. 


_ Representative Mead, of New York, referring to the so-called 
srandfather’s clause,” under which operators of lines in business 
January 1, 1930, may obtain certificates of public convenience 
te necessity if they meet certain requirements, thought that 
— date should be changed to the date of approval of the act. 
epresentative Burtness, of North Dakota, said if that were 
done many new lines would start business and there would be 
4tremendous number of useless lines. 
, An amendment was offered by Chairman Parker putting all 
sent seeing busses on the same level, whether owned by hotels 
ad any other corporation. Under the amendment, which was 
opted, these busses will have to obtain permits to operate. 
th Representative Lea, of California, in opposing extension of 
+ authority of the state joint boards, said an incentive would 
- ee for officials of one state to go to other states to sit 
pe € boards. He said in his state there was provision for 
th officers to be called to other parts of the state and that 
*y paraded around. 
Did the gentleman ever see one of these little ‘one-horse’ 


examiners of the Interstate Commerce Commission come to his 
city and strut around?” asked Representative McSwain, of South 
Carolina. 

“You cannot eliminate the examiners,” said Mr. Lea. 
is a part of the regular system of regulation.” 


“That 


RAIL-BUS SERVICE 


Following its recent announcement that a long-distance 
coordinated rail-bus service, linking Philadelphia and New York 
with St. Louis and Chicago, will be established April 1, the 
Pennsylvania Railroad says the total fare from Philadelphia to 
St. Louis, including upper berth sleeping car accommodations 
on the night trip, will be $29.98, as against $42.92, the cost of 
an all-rail journey between the same points, using trains on 
which no extra fare is charged and upper berth. The elapsed 
time for the westward rail-bus trip will be thirty-four hours and 
for the eastward journey, 39 hours and 17 minutes, with a fare 
of $28.97. The total through fare, New York to St. Louis, will 
be $37.06 in each direction. The cost of an all-rail journey 
between New York and St. Louis, including upper berth, is 
$46.76. 


HIGHWAY TRAFFIC CONGESTION 


Standardized and uniform traffic regulations, signals and 
road signs and removal of obstructions to view and other physi- 
cal hazards, promise the largest measure of immediate results 
in solving the problems of traffic congestion, and increasing the 
margin of safety at crossings and intersections, in the view of 
committees of the National Conference on Street and Highway 
Safety. 

The committees are making a comprehensive study of the 
traffic problems of both towns and cities and on the cross coun- 
try highways, and will make recommendations to the third 
National Conference on Street and Highway Safety, which has 
been called by Secretary of Commerce Robert P. Lamont to 
meet in Washington at the end of May. 

The ends that are sought by the committees are an increase 
in the elements of safety, cutting down the hazards of careless 
driving, and bringing about the largest measure of cooperation 
on the part of automobile drivers and pedestrians. 

Official delegates representing the public authorities of vari- 
ous state and municipalities, as well as interested organizations 
and associations, will participate in the conference. 

The committees in their sessions have taken up the dif- 
ferent traffic problems that are found in either towns and cities 





SPEEDING UP BUS TRAVEL 








P. & A. Photo 


No travel delays in this new Duplex double-decked day coach 
developed by the Pickwick Motor Company, for, if trouble arises, 
all it does is to change motors. This operation is performed in 
fifteen minutes. This highway vessel accommodates fifty-three 
passengers and attains a speed of seventy miles an hour. Photo 
shows the new coach undergoing try-outs at Los Angeles, Calif. 
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or on cross country highways, and are seeking to devise a 
practical solution in keeping with the principle of uniform regu- 
lations and standardized practice, and at the same time con- 
tributing to a reduction or elimination of the elements of eco- 
nomic waste in the use of the streets and public roads. 

In the consideration of greater safety measures, the com- 
mittee on protection of railway grade crossings and highway 
intersections is making an intensive study of the elimination 
of obstructions and obstacles to clear vision at railway and 
highway intersections, and also of the erection of standardized 
and uniform signs, signals and road markings. The committee 
has met with the expression from traffic officials that commer- 
cial signs or billboards, which in any way resemble an official 
highway sign, should be prohibited, and also that commercial 
signs which employ any of the words that are customarily used 
on Official highway signs for the direction and control of traffic 
should be prohibited. 


IMPROVEMENT OF HIGHWAYS 


“Cooperating with President Hoover in his plea to enlarge 
all construction programs as much as is practicable to ameliorate 
the unemployment situation, the states and their counties will 
spend in their road building programs for 1930 at least $250,- 
000,000 more than they spent in 1929,” says the Bureau of 
Public Roads of the Department of Agriculture. 

Reports received from state highway departments and com- 
piled by the bureau show that state and local authorities plan 
to spend $1,601,167,455 for highway improvement in 1930. 

The planned expenditure by state highway departments for 
construction and maintenance of state highways is $937,500,455; 
the balance, $663,667,000, will be spent, according to the esti- 
mates, on local roads and bridges. The state highway officials 
of 45 states estimate the total length of roads to be improved 
by them in 1930 as 32,532 miles, an increase of 3,126 miles over 
the estimate in the 1929 programs. Three states failed to report 
contemplated mileages for 1930. 


WATERWAYS AND REAL ESTATE 


The development of interior waterways and their utilization 
have a vital bearing on the development of industrial real estate, 
according to Major General T. Q. Ashburn, of the Inland Water- 
ways Corporation, the government’s barge line agency. The 
relation of waterways to real estate was discussed by him in 
an address March 18 before the Detroit Real Estate Board. 

“It seems to me responsibility should rest on a realtor to 
carefully study the relationship of water transportation to 
industries of his city, and wherever industries should have the 
advantage of water transportation make every effort to so locate 
them,” said he. 

“Also the realtors of any city should assume the responsi- 
bility of studying the future industrial growth of the city as 
a result of water transportation and see to it the proper amount 
of land is reserved for such purpose. They should also assume 
the responsibility of studying the best relation of rail and water 
movement in locating industries and eliminate all waste possible 
in such transportation connections. 

“The great increase in railroad transportation costs since 
the war is bringing about a certain shifting of industry from the 
congested centers of the east to points farther west and the 
aggressive real estate board of Detroit should be studying this 
movement and cooperate in every possible way to encourage it.” 


MONEY FOR RIVERS AND HARBORS 


Expectations with respect to expenditures the government 
may make in the next few years on rivers and harbors were 
discussed this week by Secretary of War Hurley in a conference 
with representatives of the press. 

In reply to an inquiry on the appropriations for rivers and 
harbors, the Secretary stated that the appropriation bill now 
before Congress carried a total of 55 million dollars. In addi- 
tion, a deficiency bill had been submitted and passed for 12 
million dollars which would make a total for rivers and harbors 
of approximately 70 million dollars. In answer to an inquiry 
as to whether this latter sum would be the usual appropriation 
for rivers and harbors in the future, the Secretary stated that 
the size of future appropriations would depend upon the ability 
of the engineer corps economically to expend such funds as were 
appropriated. An increase over the usual 55 million dollars 
appropriation of 5 million dollars each year will probably be 
asked for by the chief of engineers until a figure of approx- 
imately 75 million dollars is reached, probably in the next six 
or seven years. In answer to an inquiry if this increase in the 
appropriation was due to the increase of new projects, the Sec- 
retary stated that the original plan called for the completion of 
certain river improvements over a five-year period which will 
probably be extended to ten. Projects now authorized contem- 
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plate the expenditure of 212 million dollars. The bill now being 
considered will carry approximately 325 millions of additiona| 
projects. 

In answer to a question about a statement by Congressman 
S. Wallace Dempsey that Congress was ready to spend about 
100 million dollars on projects this year, the Secretary stateq 
that the chief of engineers would make a report on the 219 
million and 325 million authorizations. The work which will be 
done on the projects under these two authorizations will be given 
the following priorities in this report: 


First, work necessary to be completed immediately without delay 

Second, work essential to the completed system to be completed 
within the next five, ten or twelve years. 

Third, projects of doubtful value to the system at this time but 
worthy of consideration at some future time. Money will be requested 
annually in such amounts as can be economically expended in ac. 
cordance with these priorities. 


The Secretary reiterated the statement made at a previous 
conference that the whole rivers and harbors program was being 
considered from a national viewpoint and contemplated a unified 
system. The administration’s program was to put this unified 
system into operation and the money which was to be spent 
annually would be the amount that could be economically ex. 
pended with the unified system in view at all times, said he, 


U. S. BARGE LINE ACTIVITIES 


Announcement as to activities of Major General Ashburn, 
chairman of the board of the Inland Waterways Corporation, 
the government barge line agency, in the near future, was made 
this week in a formal statement issued by the War Department. 
It was stated that the general had arranged for conferences at 
Chicago March 20 with reference to completion of details of 
the government barge line and railroad terminal at Rock Island, 
Ill., and the establishment of a Federal Farm Board grain ele- 
vator at Helena, Ark. Continuing, the department. said: 


With reference to the Rock Island terminal, which is to cost 
nearly half a million dollars, General Ashburn will confer with the 
president of the Rock Island railroad and the mayor and president 
of the Chamber of Commerce of Rock Island. General Ashburn is 
hopeful that the negotiations can be completed at this conference 
and work on the terminal pushed without delay. 

Establishment of a grain elevator on the lower Mississinpi at Hel- 
ena will be discussed with W. G. Kellogg, president of the Farmers’ Na- 
tional Grain Corporation, recently organized under the Federal Farm 
Board, the president of the Missouri and North Arkansas railroad 
and officials and business men of Helena. 

Under the proposal the Helena elevator would be used for the 
storage of grain from the Arkansas and southern Missouri regions 
as a feeder to the government barge line which now operates from 
the Twin Cities to the mouth of the Mississippi. General Ashburn 
believes the proposed elevator would be of prime importance to the 
farmers in the region which it would serve, giving them the ad- 
vantage of the cheaper combination rail and water rate in marketing 
their grain. 

The general left Washington late today on a “swing around the 
circle,’’ which will take him to the Pacific coast on a trip designed 
primarily to acquaint the people with the importance of inland water- 
way transportation both with relation to cheaper marketing prices 
and the development of interior sections of the country. ; 

His first stop was Detroit, where he spoke on ‘‘The Relation of 
Industrial Real Estate to the Development of Inland Waterways. 
He then went to Chicago and St. Louis for conferences and will speak 
in Minneapolis on March 27 on ‘Peculiar Transportation Problems 
Affecting the Upper Mississippi River.’ 

From Minneapolis he goes to Spokane where he will speak on 
April 1. Another address will be delivered at Seattle on April 3 on 
the subject, ‘“‘Why the Pacific Coast Is Interested in Interior Water- 
way Development.” On April 4, the general will speak at Portland, 
Ore.; on April 7 at San Francisco and on April 10 at Los Angeles. 

From Los Angeles General Ashburn will sail on a voyage through 
the Panama Canal for the purpose of making a careful study of the 
terminals and facilities there and whether the advantages offered 
by this route, not only between the Pacific and the Atlantic, but 
via New Orleans and Mobile, to the interior, are being utilized to 
the fullest extent possible. . 

In line with the comprehensive policy of inland waterway de- 
velopment announced by President Hoover last fall, the Inland 
Waterways Corporation, or government barge line as it is generally 
known, is preparing for an extension of its service, which now covers 
the Mississippi from the Twin Cities to the Gulf of Mexico; an inter 
coastal line from New Orleans to Mobile and lines on the Illinois = 
Warrior Rivers. The barge routes now cover a total of_ 2,500 —_ 
and next year it is proposed to extend the lines to Chicago an 
Kansas City. 


IMPROVEMENT OF WATERWAYS 
Secretary of War Hurley has accepted from local interests 
a contribution of $300,000 for the restoration of the opening of 
Manasquan River and Inlet, New Jersey, and has authorized the 
chief of engineers to resume work on the project. 
The following allotments for river and harbor work have 
been approved by the Secretary: Brunswick Harbor, Ga., $56,- 
000, and Yaquina Bay and Harbor, Ore., $25,000. 


MISSOURI RIVER PROJECT 


Seretary of War Hurley has approved an allotment of = 


000 for the work in progress on the Missouri River, Kansas 
to the mouth. 
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Ocean Shipping News 


OO 


OVERSEAS TRAFFIC DEPRESSED 
The Traffic World New York Burcau 


The current depression in the overseas cargo trades shows 
n0 signs of abatement. Steamship lines generally report that the 
volume of traffic in all directions is small. This appears to be 
true so far as individual companies are concerned, though gov- 
emment reports indicate that the total business is large. The 
uth of the situation seems to be chiefly an oversupply of 
vessels, a condition which has prevailed since the war. 

One important factor in the existing situation is the lack 
of heavy grain traffic. This is the backbone of the full cargo 
markets, and its absence has a depressing influence upon all 
other trades, and indirectly upon the regular liners. 

Not only is. the current grain trade in an unsatisfactory 
situation, but little interest is displayed on the part of shippers 
in the opening of navigation on the St. Lawrence, now only a 
month or so away. The only two fixtures of recent date were 
dosed at 1s 6d from Atlantic ports to the United Kingdom, and 
lic from St. John to the Mediterranean. Vessels are still ob- 
tainable at 10c on the Antwerp-Rotterdam basis. 

The coal trade has shown minor activity at low rates. Busi- 
ness has been closed to West Italy for April loading at $2.10 
aton, and a part cargo to the Adriatic at $2.20 for March-April 
loading. Nominal quotations for Santos and River Plate are 
3.40 to $3.50 for April-May loading. 

Oriental Navigation Company has been consolidated with 
the Dawnic Steamship Corporation, a Delaware corporation, 
which hereafter will continue all business of the Oriental under 
the trade name of the Quaker Line in the intercoastal trade. 
No change in management or personnel is involved in the merger. 
The Dawnic Steamship Corporation, of which R. A. Nicol is 
president, has had a controlling interest in the Oriental Naviga- 
tion Company since 1927. The directors of the company are 
Kenneth D. Dawnson, Frank H. Hall, C. C. Levis, R. A. Nicol, 
Cecil P. Stewart. The offices at 17 Battery Place are retained. 

The Ellerman service between New York and Antwerp is 
t0 be known hereafter as Ellerman’s Wilson Line. Notice has 
been filed with the North Atlantic-Continent Conference that the 
name of Ellerman’s Phoenix Line, formerly used for the direct 
service between New York and Antwerp, has been discontinued, 
as the line is no longer operating the direct service between the 
two ports. 

Baltimore’s trade with the Pacific coast increased 164,498 

tons in 1929, according to G. H. Pouder, director of the export 
aid import bureau of the Baltimore Association of Commerce. 
‘While there was a slight decline in the eastbound movement,” 
Mr. Pouder said, “westbound shipments increased. The port 
sustained its position as first Atlantic and Gulf port in the car- 
tage of cargo westward to the Pacific coast, leading New York 
ty 278,734 tons, Philadelphia by 346,785 tons and Boston by 
838,528 tons.” 
_ Pierre de Maiglaive, general representative of the French 
line in the United States and Canada, announced that the strike 
at Havre which caused the cancellation of the sailing of the 
Paris from that port last week, has been settled. The Paris 
accordingly will sail from Havre for New York on April 2. The 
settlement, Mr. de Maiglaive said, was made on terms which 
assure the line freedom from interruption of service for the 
‘mainder of the season. 

The North German Lloyd steamship Holger, which arrived 
at Baltimore last week, is the first vessel from Bremen to make 
Baltimore her first and only important call in the United States 
since before the world war. The Holger brought a full cargo 
of general merchandise for Baltimore and a small amount for 
Norfolk. Officials of the line state that the steamships Augs- 
‘urg and Ilmar are scheduled to make direct runs from Bremen 
‘0 Baltimore within the next month. 

P. A. S. Franklin, president of the International Mercantile 
Marine Company, admits he is considering the construction of 
additional new tonnage for operation in a proposed Pacific coast- 
European service, which has undergone an amazing development 
the last few years. The new ships would be of the type of 
tle Panama Pacific trio which the International Mercantile 
Marine ig operating between New York and San Francisco. 

Although Mr. Franklin did not say how many new ships 
Would be built under the proposed program, it is understood 
that three ships augmented by the comany’s Minnekahda would 
de sufficient to establish the American-flag line. The new ships 














would be turbo-electric liners in excess of 20,000 tons. The 
Minnekahda is now running between New York and London. 

The program would, it is believed, be contingent on the 
favorable award of an ocean mail contract for the route to be 
covered, but in this connection it is reported that if the Post- 
office Department decides to ask for bids the International Mer- 
cantile Marine will find itself opposed in the bidding by the 
Dollar and Dawson groups, which are well known on the Pacific 
coast. 

If the International Mercantile Marine gets the mail con- 
tract the new service would probably run from the north Pacific 
coast ports of the United States to London, Antwerp and a 
French port. The distance from Seattle to London is 8,838 
nautical miles, and ships with a speed of 18 knots would make 
the run in about twenty days. 

The new liners contemplated by Mr. Franklin would have 
about 100,000 cubic feet of refrigerated space for the handling 
of fruits from the northwest and Central America. Luxurious 
accommodations would be provided for a large number of pas- 
sengers. 

While Postmaster-General Walter F. Brown has not as yet 
certified the Coast-Europe service as essential, it is reported 
that he may do so shortly, as there is growing agitation on the 
Pacific coast for the establishment of an American-flag line in 
the trade which is already furnishing such lucrative employment 
to some fourteen foreign lines. 


Dollar-American Hawaiian Merger 


Roger D. Lapham, president of the American-Hawaiian Line, 
and R. Stanley Dollar, president of the Dollar Lines, have left 
New York for San Francisco, where their arrival is expected 
to disclose additional details of a consolidation on which the 
two groups are reported to have agreed. 


It was learned in reliable quarters that announcement of 
the amalgamation awaits only the ironing out of a few details 
and the plan must be submitted to the stockholders for approval. 


Both companies are expected to retain their identities in 
the consolidation, which is said to call for a holding company. 
The Dollar Line, it is believed, will assume the entire trans- 
Pacific part of the combined business, includng the American- 
Hawaiian’s undivided half interest in the Oceania and Oriental 
Navigation Company, and the American-Hawaiian will be the 
combine’s principal factor in the intercoastal trade, perhaps to 
the exclusion of the Dollar Line. 

Word that the lines are about to merge is seen here also 
as the beginning of a vigorous contest for the establishment of 
an American-flag service in the north Pacific-Europe trade. The 
International Mercantile Marine and the Dawson group are 
known to be interested in this service. They will bid for the 
mail contract when the Postoffice Department invites offers. 

This combination of agencies and other facilities also would 
work out well in connection with the Dollar Line’s proposed 
north Pacific-Europe service. It has been pointed out that all 
of the Dollar Line passenger ships have adequate speed for such 
a service, and that all that would be required in the way of 
reconditioning for the new run would be the addition of refrig- 
erated space. 

It has already been suggested that some of the Dollar 
ships might be diverted to this service from the around-the- 
world service, in which eight “President” type ships are now 
employed. It is assumed that these would be supplanted by 
other tonnage. Two 600-foct, 20-knot turboelectric liners are 
soon to be laid down at Newport News for the around-the-world 
service, and both are to be ready for service early in 1932. 

Aside from the advantages to be gained through reduction 
of overhead charges, it is pointed out that the intercoastal 
services of the American-Hawaiian would be a good feeder for 
the overseas services of the Dollar Line and vice versa, while 
the Dollar Line would be aided by the greater financial re- 
sources of the American-Hawaiian in developing the possibil- 
ities of the Far East trade in which the Dollar interests have 
already done extensive pioneering. 


American-Hawaiian has a fleet of 29 freighters, with an 
aggregate deadweight capacity of 297,000 tons, while the Dol- 
lar Line has 23 combination passenger and cargo carriers, with 
an aggregate gross register of 187,263 tons. The American- 
Hawaiian was a pioneer in the intercoastal trade, and the 
Dollar Line has been singularly successful in its operations in 
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the transpacific and around-the-world services with tonnage 
purchased from the Shipping Board. 


Unboxed Auto Trade 


The Exeter Shipping Company, Ltd., has been incorporated 
under British laws and has established offices in New York. 
It proposes to establish a service between New York and the 
east coast of South America, solely for the carriage of unboxed 
automobiles. The directors are John Meiklejohn, J. R. Chap- 
man and C. H. A. Edye. Messrs. Edye and Chapman are at 
present in New York. 

Plans for the service are in process of development, Mr. 
Edye stated. The number of ships to be placed in operation 
and their tonnage will depend on cargo offering, he said, but 
present plans call for the establishment of one sailing a 
month, with a minimum of three ships. Organization of per- 
sonnel is also incomplete at the present time. 

Mr. Edye said that special equipment for the handling of 
unboxed cars is contemplated for the vessels used in the serv- 
ice. No slings will be used in loading or discharging, as ele- 
vators will be installed for this purpose both on the pier and 
in the ship. 

The Exeter Shipping Company has been organized as an 
independent venture, Mr. Edye said, and the vessels operated 
will be under British registry. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


An agreement between the Nicholson Universal Steamship Com- 
pany (Great Lakes Transit Corporation) and Spokane Steamship 
Company. Both the Spokane Companies and Great Lakes Transit 
Corporation are actively engaged in the solicitation of automobile 
traffic on the Great Lakes, particularly from Detroit to Duluth; but 
the Spokane companies are stated to have insufficient equipment to 
handle their expected automobile traffic to or via Lake Superior, 
while Great Lakes Transit has available space and equipment to 
enable it to transport a considerable portion of the business con- 
tracted for by the Spokane companies. Because of this situation 
=~ mutual operating agreement as outlined below has been entered 
nto: 

The Spokane companies agree to transport automobiles from 
Cleveland or Toledo to Detroit when routed via Great Lakes Transit 
Corporation and destined to or beyond Duluth at a flat rate of $5 
per automobile, free of all dockage or other charges. The Great 
Lakes Transit agrees to transport automobiles from or via Detroit 
when routed via the Spokane companies to or via Duluth, provided 
space is available; the Spokane companies to assume the cost of 
loading the automobiles at Detroit, to insure the same at their own 
cost, and at their own expense to attend to the collection of trans- 
portation charges and all clerical matters pertaining to said auto- 
mobiles. For transporting automobiles routed via the Spokane com- 
panies Detroit to Duluth, Great Lakes Transit is to receive the ex- 
cess of the published rate over $6 when said rate is in excess of $18; 
the excess over $5 when published rate is $18, and when published 
rate is less than $18 the same percentage of the published rate as 
its compensation under the $18 rate bears to $18, or 72 2/9 per cent. 

Great Lakes Transit has insufficient space to handle automobiles 
from Detroit to Duluth the Spokane companies are to furnish a vessel 
at their own expense within seventy-two hours after request, and 
are to transport thereon automobiles routed via the Great Lakes 
Transit as well as via their own companies. For transporting auto- 
mobiles routed via the Great Lakes Transit, the Spokane companies 
are to receive the same compensation as Great Lakes Transit is to 
receive for transporting automobiles routed via Spokane companies. 
Spokane companies are to receive automobiles routed via Great Lakes 
Transit at the latter’s docks and have the option of loading said 
automobiles at their own expense or calling upon Great Lakes Transit 
to perform this service free of expense to Spokane companies. On 
all automobiles routed via the Spokane companies and transported 
on their own vessels the Spokane companies are to pay a dockage of 
$3 per automobile for use of Great Lakes Transit’s facilities at Duluth. 

This agreement is to remain in effect until close of navigation on 
the Great Lakes in 1932, and to continue thereafter from year to year 
unless notice of intention to cancel is given at least thirty days prior 
to close of navigation in 1932 or any year thereafter. The agreement 
is in no manner to restrict the right of any party to solicit automobile 
traffic for routing over its line. 

In explanation of the payment under the agreement to Spokane 
companies on automobiles routed via their lines and transported by 
Great Lakes Transit, or vice versa, the carriers state that such pay- 
ment is in consideration of the solicitation, billing, collection of 
charges, delive of autos at destination, handling of claims and 
other paper work in connection therewith; and that the net revenue 
to either company in connection with transportation of such auto- 
mobiles is no less than upon automobiles routed via their own lines 
and carried by them. They further state that the $3 per auto dockage 
charge at Duluth on automobiles routed via and transported on Spo- 
kane companies’ vessels is not high when rental paid by the Great 
Lakes Transit for its dock premises at that port is taken into con- 
sideration. In respect to the provision in the agreement that auto- 
mobiles routed via Great Lakes Transit and transported on Spokane 
companies’ vessels may be loaded by Spokane companies at their 
own expense or upon demand by the Great Lakes Transit without 
expense to Spokane companies, it is explained that the docks of 
the two companies at Detroit adjoin, and that -in many instances 
it would be to the advantage of the Spokane companies to handle 
the automobiles over their own dock at their own expense rather 
than shift their vessel to the Great Lakes Transit’s dock in order to 
have the service performed by the Great Lakes Transit. 

Luckenbach Steamship Company, Inc., with Cosulich Line: Through 
billing arrangement covering shipments of cannéd goods and dried 
fruit from United States Pacific Coast ports to Venice, Trieste, Fiume 
and Malta, with transhipment at New York. Through rates are to 
be the combination of the local rates of the participating carriers 
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plus cost of transhipment. Arrangement is subject to minimum bill 
of lading charge of $15, of which Luckenbach is to receive $5 and 
absorb cost of transhipment. Luckenbach Line is also to receive ex- 
pense of transporting to shipside shipments originating beyond its 
loading ports on the Pacific Coast. 6 

Redwood Line, Inc., with Gulf Caribbean Steamship Line, Inc: 
Through billing arrangement covering shipments from Pacific Coast 
ports to Venezuela, Colombia and Dutch West Indies ports served 
by Gulf Caribbean. Through rates are to be as agreed upon from 
time to time but not lower than direct line rates, and are to pe 
apportioned 4/7th to Gulf Caribbean and 3/7th to Redwood, each car. 
rier to assume one-half the cost of transhipment at Houston or 
New Orleans. 

General Steamship Corporation with Redwood Line, Inc.: Arrange- 
ment for through shipments from U. S. gulf ports to New Zea. 
land and Australian ports. Through rates are to be no lower than 
direct line rates of New York-Australia Lines and are to be ap- 
portioned equally between the carriers. Cost of transferring ship. 
ments at San Francisco or Los Angeles is to be absorbed in equa] 
proportions by the lines, while inward toll or wharfage is to be ab- 
sorbed by Redwood and outward toll or wharfage by General. Ar. 
rangement is subject to minimum proportion of $8 per ton, weight 
or measurement, to General, except on certain designated commod- 
ities in respect to which a different minimum proportion is specifieq 
in the agreement. Arrangement is subject to minimum Dill of lading 
charge of $5 to be apportioned equally between the lines after de- 
ducting cost of transhipment. 

Luckenbach Gulf Steamship Company, Inc., with Mitsubishi Shoji 
Kaisha, Ltd.: Provides for through shipments from the Orient to ports 
of call of Luckenbach Gulf, with transhipment at Seattle, Portland 
or San Francisco. Through rates from Orient base ports are to be 
assessed in accordance with applicable conference rates on traffic 
from the Orient, subject to minimum rate of $9 per ton, weight or 
measurement, and are to be apportioned equally between the lines, 
each of which is to assume one-half the cost of transhipment. On 
cargo originating beyond Mitsubishi loading ports and from ports 
other than Orient base ports, that carrier is to receive expense of 
transporting shipments from port of origin to shipside before division 
of the through rate. 

Amercian Gulf Orient Line with Inter-Island Steam Navigation 
Company, Ltd.: Through bill of lading arrangement covering ship- 
ments of pineapples from Hawaiian outports to New Orleans, with 
transhipment at Honolulu. The through rate is to be the rate of 
the American Gulf Orient Line from Hawaiian Islands to New Orleans, 
out of which it is to absorb the local tariff rate of the Inter-Island 
Steam Navigation Company. : 

Bull Insular Line, Inc., with Furness Red Cross Line: Provides 
for through shipments of fish from Halifax to designated Porto Rican 
ports, with transhipment at New York. Through rates as specified in 
agreement and cost of transfer at New York are to be apportioned 
equally between the lines. : : 

Luckenbach Steamship Company, Inc., with Compania Tras- 
atantica (Spanish Royal Mail Line): Arrangement for through ship- 
ments of canned goods, dried fruit, dried beans and peas and green 
coffee from Pacific Coast ports of call of Luckenbach to ports served 
either directly or by transhipment by the Spanish Royal Mail Line. 
Through rates are to be based upon combination of local rates of 
the participating carriers plus cost of transfer at New York, sub- 
ject to minimum bill of lading charge of $15 to direct ports of call 
of Compania Trasatlantica and $20 to transhipment ports. On mini- 
mum bill of lading shipments Luckenbach is to receive $5 and absorb 
cost of transhipment, while Compania Trasatlantica is to receive 
the remainder. i : : 

Dollar Steamship Lines, Inc., Ltd., with McCormick Steamship 
Company: Provides for through movement of shipments from ports 
in the Orient to Porto Rico, with transhipmant at San Francisco. 
Through rates from Orient base ports at which Dollar Line is to load 
are to be applicable conference rates from loading port to San Fran- 
cisco, which are to accrue to Dollar Line, plus special rates of Me- 
Cormick on through cargo from the Orient, which are to accrue to 
McCormick, such special rates not to exceed the local tariff rate 
from San Francisco to port of destination. Transhipment expense at 
San Francisco to be absorbed in equal proportions by the lines. On 
cargo originating beyond Dollar Line loading ports and at ports other 
than Orient base ports. Dollar Line is to receive the expense. of 
transporting shipments from point of origin to Dollar Line shipside. 

General Steamship Corporation with Arrow Line: Arrangement 
for through shipments from United States Atlantic coast ports to 
New Zealand and Australian ports. Through rates are to be no lower 
than direct line rates of New York-Australia Lines and are to be 
apportioned equally between the carriers after deducting cost of tran- 
abinenent at San Francisco. Arrangement is subject to minimum pro- 
portion of $8 per ton weight or measurement to General except on 
certain designated commodities, in respect to which a different 
minimum proportion is specified in the agreement. The agreement 2 
subject to minimum bill of lading charge of $5, to be apportione 
equally between the lines after deducting cost of transhipment. 

American-Hawaiian Steamship Company with Klaveness Line: 
Through billing arrangements covering shipments from Oriental = 
of calf of Klaveness Line to United States Atlantic coast ports, wit 
transhipment at Los Angeles Harbor, San Francisco, Seattle or Port- 
land. Through rates are to be based on direct line rates and appor 
tioned equally between the lines, subject to minimum proportion, vs 
$4.50 per ton, weight or measurement, to American-Hawailan. 0: 
of transferring shipments is to be borne by the lines in eqaul! propor- 
tions, while inward wharfage charges are to be assumed by Klaveness 
and outward wharfage charges by American-Hawaiian. | ich 

The New York & Porto Rico Steamship Company with Cosulich 
Line: Arrangements for through movement of shipments betuen 
Porto Rico and designated Italian ports and Malta, with transhipmen 
at New York. Through rates, which are to be based on direct a 
rates, and cost of transferring shipments are to be apportione 
equally between the lines. : = 

American-Hawaiian Steamship Company with American-West 
African Line, Inc.: Covers through shipments of gum copal eee 
Belgian Congo ports of call of American-West African Line to Unit " 
States Pacific coast ports. Through rates are to be based on a 
line rates and apportioned equally between the lines, each of whic: 
is to assume one-half the cost of transhipment at New York. 


MERCHANT MARINE CONFERENCE 
The third annual conference on the merchant marine, 
be held under the auspices of the Shipping Board, will meet 
April 23 and 24 in the assembly hall of the Chamber of Com 
merce of the United States in Washington. 
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OCEAN MAIL CONTRACTS 


The Senate commerce committee March 20 deferred action 
on the Davis and White merchant marine bills relating to ocean 
mail contracts. The indications were that the bills might not 
be reported out of committee. Senator Johnson, chairman of 
the committee, was understood to have advised Postmaster- 
General Brown of the situation, so that the latter could act on 
pending ocean mail contracts. The Postmaster-General had been 
withholding action to see what the Senate committee would do. 

Senator Copeland, of New York, opposed the Davis bill, 
which would restrict awards of ocean mail contracts to American 
lines not operating foreign-flag ships in competition with Ameri- 
can ships. He said it should be modified by fixing a date by 
which American companies would have to get rid of foreign-flag 
tonnage if they wished to continue to obtain mail contracts under 
the Jones-White act. Representative Lehlbach, of New Jersey, 
supporting the legislation, replied to criticisms of the Postmaster- 
General. Representative Davis, of Tennessee, author of the 
Davis bill, was heard by the committee in support of the 
measure. 

Representative LaGuardia, of New York, has made an attack 
on the awarding of an ocean mail contract to the Export Steam- 
ship Company for the transportation of mail in chartered ves- 
sels. He has asked that an investigation be made of charges 
that the award should not have been made. 

Announcement has been made by Postmaster General 
Brown that bids on four additional ocean mail routes will be 
opened at the office of Second Assistant Postmaster General W. 
Irving Glover at noon, April 30. The routes on which proposals 
have been requested are as follows: 


No. 47—From New Orleans or other Gulf ports to Duala, West 
Africa, including service to any other ports at which contractor’s 
vessels may voluntarily call, on a schedule of not less than four 
nr more than eight trips per annum. The contractor will be re- 
quired to operate cargo vessels of Class 6, capable of maintaining a 
reed 10 knots of a gross registered tonnage of not less than 
4, ons. 

_No, 48—From San Francisco by Yokohama, Kobe, Shanghai, 
Tsingtao or Taku Bar, at option of contractor, to Dairen, including 
service at any other ports at which contractor’s vessels may volun- 
tarily call, on a schedule of not less than 14 nor more than 19 trips 
pr annum. The contractor will be required to operate cargo vessels 
of Class 6, capable of maintaining a speed of 10 knots and of a 
gross registered tonnage of not less than 4,000 tons. The contractor 
will also be required to substitute for vessels originally accepted 
for service on this route+-two new American built and registered 
cargo vessels of Class 5, or higher class or classes by mutual agree- 
ment between the Postmaster General and the contractor, capable 
of maintaining a speed of 13 knots at sea in ordinary weather, 
and of a gross registered tonnage of not less than 8,000 tons. The 
new vessels are to be placed in service one within three years and 
the other within seven years of the beginning of the contract. But 
one or both of these new vessels may be employed in some other 
foreign trade or ocean mail service under the merchant marine act 
of 1928. These new vessels are in addition to any vessel whose 
construction or substitution is required under any other mail con- 
tract under authority of this act. 
__No. 49—San Francisco by way of Shanghai and Hongkong to 
Saigon. The schedule provides for not less than 17 nor more than 
‘1 trips per annum. The contractor will be required to operate on 
this route cargo vessels of Class 6, capable of maintaining a speed 
of 10 knots and of a gross registered tonnage of not less than 4,000 
tons. It is also provided that the contractor shall substitute for 
vessels originally accepted for service two new American built and 
registered cargo vessels of Class 5, capable of maintaining a speed 
of 18 knots at sea in ordinary weather and of a gross tonnage of 
not less than 8,000 tons. These new vessels are to be placed in 
service, one within five years and the other within nine years from 
the beginning of the contract. 

No. 50—From San Francisco to Manila, thence to Cebu, including 
service to any other ports at which contractor’s vessels may volun- 
larily call, but such calls to be in no case less than two additional 
Philippine Island ports, on a schedule of not less than 13 nor more than 
' trips per annum. The contractor will be required to operate on 
this route cargo or cargo and passenger vessels of Class 5, capable 
of maintaining a speed of 13 knots at sea in oridnary weather and 
of a gross registered tonnage of not less than 8,000 tons. It is pro- 
\ided that the contractor shall within three years of the beginning 
of his contract constiuct and substitute for vessels originally ac- 
‘epted for service on this route new American built and registered 
‘essels or vessels costing approximately $8,000,000. These vessels 
shall be built for the United States foreign trade and may not be 
therwise employed except for such limited period in any year as 
may be permitted by the Postmaster General. 

The contract on each route runs for a period of ten years. 


PREFERENCE IN SHIP SALES 


Representative Lehlbach, of New Jersey, has introduced 
H. J. Res. 272, construing section 7 of the merchant marine act 
of 1920 with respect to preference to Shipping Board operators 
— sales of the board’s shipping services. The resolution 
lollows: 





_.,That the language in section 7 of the merchant marine act, 1920, 
Which reads, ‘‘Provided, That preference in the sale or assignment 
of vessels for operation on such steamship lines shall be given to 
persons who are citizens of the United States who have the support, 
‘hancial and otherwise, of the domestic communities primarily in- 
‘trested in such lines if the board is satisfied of the ability of such 
rsons to maintain the service desired and proposed to be maintained, 


rn to persons who are citizens of the United States who may then 


* maintaining a service from the port of the United States to or in 
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the general direction of the world market port to which the board 
has determined that such service should be established,’’ shall be 
construed as follows: Whenever the board shall offer for sale a 
steamship line operated by the board under the provisions of this 
section and the person then operating the line for the board shall 
make a bona fide offer to purchase said line and the vessels operated 
thereon, the board shall enter into negotiations with such operator 
to determine the terms and conditions of such sale and upon agree- 
ment the line shall be sold to such operator if the board is satisfied 
of the ability of such operator to maintain the service desired and 
proposed to be maintained. In the event of failure to reach an agree- 
ment upon the terms and conditions of such proposed sale the board 
shall not thereafter sell said line and the vessels operated thereon 
to any other person upon any terms whatever until the operator shall 
have been accorded the opportunity to purchase said line upon like 
terms. 


SHIP CONTRACT CASE SETTLED 


The long-litigated Skinner & Eddy Corporation case that 
grew out of cancellation by the Shipping Board of war-time 
contracts with the corporation has been settled out of court 
under an agreement providing for payment by the corporation 
to the government of $3,500,000. Under the agreement the cor- 
poration has withdrawn its petition for a writ of certiorari to 
have the Supreme Court of the United States review the judg- 
ment of the U. S. Circuit Court of Appeals, ninth circuit, that 
the government was entitled to $6,500,000. It was explained at 
the Shipping Board that the government, when the armistice 
was signed, canceled contracts for 25 steel freight vessels that 
were to have been built by the Skinner company. There were 
claims and counter claims involving millions of dollars. 


CANAL TOLL LEGISLATION 


Representative Hoch, of Kansas, on behalf of the House 
committee on interstate and foreign commerce, has favorably 
reported to the House for passage H. R. 10583, to provide for 
the method of measurement of vessels using the Panama Canal. 

In the report on the bill Mr. Hoch said it was not the pur- 
pose of the legislation either to increase or decrease the tolls, 
but to remedy a situation relative to the assessment of Panama 
Canal tolls that had existed since the canal was opened for use. 
This situation, said he, had resulted in loss of revenue to the 
government, brought annoyance, discriminations, misunder- 
standings, and in various ways made administrations more ex- 
pensive and difficult. 

“The bill does not involve the question of free tolls for 
American shipping,” said he. “It has to do with the rules under 
which tolls are assessed.” 

Under existing law, two sets of rules for measuring ships 
in order to determine the amount of the toll to be assessed are 
in use. One set of rules is known as “Panama Canal rules” and 
the other as ‘‘United States rules.” The effect of the bill, said 
Mr. Hoch, would be to eliminate this dual system and establish 
a single system of measurement under Panama Canal rules. 

Applying the proposed change to the business of the canal 
in the fiscal year 1929, according to the report, would have re- 
sulted in additional collection in tolls of $863,057.69, as compared 
with the actual total collection of $27,127,376. For all United 
States vessels together it would have meant an increase of 
$171,902.30, according to the report. 

“As to the tolls to be paid by individual ships this measure 
will make comparatively little change, being an increase in some 
cases and a decrease in others,” says the report. “It may be 
said that such changes as would result from this measure 
would in general be more favorable to American ships than to 
foreign ships.” 

Beginning with General Goethals, the various governors of 
the canal, including Governor Burgess, now in charge, have 
urged enactment of the proposed legislation from the viewpoints 
both of principle and administration, according to the report. 

Mr. Hoch quoted the following statement made by Governor 
Burgess in explanation of why the proposed legislation should 
be enacted: 


Tolls on merchant ships at the Panama Canal are levied now on 
a dual basis. A proclamation by the President, November 13, 1912, 
established the rate of $1.20 per net vessel ton—each 100 cubic feet 
of actual earning capacity—for ships carrying passengers or cargo; 
and on vessels in ballast 40 per cent less than the rate for vessels 
with passengers or cargo. This proclamation contemplated the use 
of what are known as the Panama Canal rules for the measurement 
of vessels, which rules had been formulated with scientific care to 
assure equitable determination of net tonnage. However, the Panama 
Canal act of August 24, 1912, as amended June 15, 1914, contained a 
proviso that ‘“‘when based upon net registered tonnage for ships of 
commerce, the tolls shall not exceed $1.25 per net registered ton nor 
be less than 75 cents per net registered ton.’’ This was construed 
by the Attorney General to limit the tolls by the net tonnage, as 
—- under the rules for the registry of vessels in the United 
tates. 

The present situation is, therefore, that tonnage must be de- 
termined and tolls reckoned on the two bases. 

The canal administration, realizing that the Panama Canal rules 
afford the more scientific basis for the levy of canal tolls, has advo- 
cated their adoption as the sole basis. In order that this change 


.might not alter greatly the amount of tolls now collectible under 


the dual basis, the administration has recommended that the rates 
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on canal net tonnage be reduced to $1 for laden ships and 60 cents 
for ships in ballast. This shift would, however, increase slightly the 
tolls on certain types of general cargo carriers, though, as applied 
to all traffic, it would result in approximately the same collections 
as at present. In the fiscal year 1928, tolls collected under the present 
dual system amounted to $26,944,499.77. If the proposed single system 
had been in effect, the total tolls collected would have been increased 
by $300,973.23, or a little more than 1 per cent. The increase over 
the $12,645,880.20 levied on United States vessels would have been 
$16,498.40, or less than one-seventh of one per cent. Because of the 
increase which would fall on some types of vessels, the American 
Steamship Owners’ Association has opposed the adoption of the single 
basis, except at the price of such a reduction of rates as would 
greatly reduce the canal revenues. During the same fiscal year the 
single basis at proposed rates of $1 laden and 60 cents ballast would 
have increased the collections, from other than United States ships, 
by $284,474.83 as a whole, though decreasing the revenues from some 
nationalities. As previously pointed out a heavy reduction in tolls 
rates would benefit foreign shipping more than American interests. 

The change to the single basis is one that should be made. It 
would eliminate confusion and inconvenience and establish a genuinely 
equitable basis for the levy of tolls on all kinds of vessels. 


JERSEY CITY PIER PROJECT 


One of the indirect benefits of the merchant marine act in 
helping the industrial situation, other than .building and oper- 
ating ships, according to Assistant Postmaster-General Glover, 
may be pointed to in connection with the recent award of con- 
tract by the Export Steamship Corporation for the building of 
two one-thousand-foot piers at Jersey City by the Pennsylvania 
Railroad for the use of the steamship line. 

“The new building requirements under the contract for the 
building of these piers will give employment directly or indi- 
rectly to some fifteen hundred men,” said he. “Already en- 
gaged in clearing work at the site of these piers in Jersey City, 
N. J., there are three hundred men employed and this number 
will soon be increased to over five hundred. 

“The piers will be of modern type construction, double- 
deckers, and will, of course, provide for loading or unloading 
directly from vehicle or car door to steamship hold, thereby 
saving great time and cost to shippers. 

“It is contemplated that this pier development, when com- 
pleted, will handle 100,000,000 cubic feet of freight during the 
year. The Export Steamship Corporation and the Pennsylvania 
Railroad are to be congratulated on this great pier development, 
especially at a time when it will do so much toward giving 
employment and thus help to carry out President Hoover’s call 
to industrial companies for new building and construction, thus 
to help relieve the country of any unemployment.” 

Mr. Glover further stated that the contract of the Post Office 
Department with the Export Steamship Corporaion provided for 
the building of eight new, modern steamships with a total ton- 
nage of 64,000 tons, costing approximately $17,600,000. Two of 
these ships are now nearing the launching stage at the yards 
of the New York Ship Building Company at Camden, N. J., 
and he further stated that these new building requirements 
were all part of the plan which Postmaster-General Brown had 
laid down for the “real building of an American merchant 
marine.” 

“The Postmaster-General will not, under any consideration, 
permit the simple awarding of mail contracts that do not pro- 
vide for new tonnage,” said Mr. Glover. “He insists that, at 
the end of the contract term of the mail contracts awarded, the 
American merchant marine will not consist of a fleet of de- 
crepid, slow moving and obsolete, ten-knot freighters, but, on 
the other hand, the United States will find, in its stead, a fleet 
of modern merchantmen from modern, fast-going cargo carriers 
t6 the giant Leviathans of the sea to cover the world and its 
ports. 

“Postmaster-General Brown has already awarded contracts 
which involve new construction of over 200,000 tons and more 
new tonnage is in sight. Truly, the American merchant marine 
is not a fleet on paper, but it is one which is fast coming into 
being and one of reality and of which the American people may 
be justly proud. It will place this nation in the front rank, 
where it naturally belongs, of the marine nations of the world.” 





LIGHTED SHIP LANE 


A great white way extending from the northernmost tip 
of Maine to the southeast portion of Porto Rico is maintained 
by the United States government to guide the ships of com- 
merce that ply the waters of the Atlantic coast, according to 
the latest light list made public by the Bureau of Lighthouses, 
Department of Commerce. 

From lighthouse towers, wharves and other permanent 
bases, as well as from lightships and hundreds of buoys, ap- 
proximately 2,900 lighted aids to navigation of all types and 
descriptions shine through the fog of the day and the dark of 
the night to guide the seafarer on his course. 

In addition to the lighted aids to navigation, the list rec- 
ords approximately 8,500 unlighted aids including fog signals, 
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radio beacons, submarine signals, whistling buoys, iron and 
spar buoys, and daymarks. 

Of the original ten lighthouses owned by the colonies at 
the time of the organization of the United States government 
in 1789, four are listed in the publication as providing Service 
to mariners at the present time. 

These are the lights at Sandy Hook, on the north part of 
Sandy Hook, New Jersey; Portland Head, on the southeast Side 
of the entrance to the harbor, Portland, Maine; and the Tybee 
light, on the northeast end of Tybee Island, Georgia. The 
original masonry tower of the old Cape Henry, Virginia, light. 
house is still standing but not in use. 

The lighthouse service was one of the earliest public works 
established by the United States, having been created by ay 
act of Congress approved August 7, 1789. : 


THROUGH RATES WITH STEAMSHIP CoO. 


The McCormick Steamship Company announce that ql] 
northern rail lines have concurred in the establishment of 
through rates via Puget Sound in connection with its line. The 
North Pacific Freight Bureau has been instructed to publish 
rates in connection with the McCormick Steamship Company 
via Seattle and Tacoma with the Great Northern Railway, 
Northern Pacific Railway and Chicago, Milwaukee, St. Paul & 
Pacific Railroad. Heretofore, the McCormick Steamship Com. 
pany has had through rates to the principal interior north. 
western points via Portland, but has not been a participating 
carrier in connection with through rates via Seattle or Tacoma 





GULF AND ATLANTIC RAIL RATES 

The Shipping Board announced March 19 that it had ap. 
proved a recommendation of the Fleet Corporation that it inter. 
vene in Fourth Section Application No. 2040, Gulf and South 
Atlantic Rail Rates, the proceeding before the Commission in. 
volving application of the southeastern railroads for authority 
to make rates on export and import traffic via south Atlantic 
and Gulf ports to and from central territory and a small part of 
western trunk line territory without observing the mandate of 
the long-and-short-haul part of the fourth section. Exceptions 
are now being filed to the proposed report issued in the case. 


LUMBER AT NEW ORLEANS 


A digest of the proposed report of Examiner H. S. Brown, 
of the Bureau of Regulation of the Shipping Board, in No. 51, 
Foreign Trade Bureau, New Orleans Association of Commerce, 
vs. Bank Line, Strachan Shipping Company et al., was inad- 
vertently placed under the general heading of “Proposed Re. 
ports in I. C. C. Cases,” in The Traffic World of March 1), p. 
701. 


ST. LAWRENCE CHANNEL PROJECT 


Representative Snell, of New York, chairman of the House 
committee on rules, has discussed with President Hoover a 
proposal to deepen the channel in the St. Lawrence River from 
Lake Ontario to Ogdensburg, N. Y. Mr. Snell said he told the 
President he was interested in seeing the St. Lawrence im- 
proved. He said the Canadian government was willing to g0 
to any expense necessary to deepen the channel to 27 feet on 
its part provided it could obtain permission of the United States 
government to do so. He said he was of the opinion that the 
United States should deepen the part of the St. Lawrence that 
was in the United States and that the Canadian governmelt 
should take care of the part within its boundaries. It is est 
mated the project will cost from $1,000,000 to $1,250,000. The 
President, it was said, was awaiting a report on the project from 
army engineers. 





NICARAGUAN CANAL BILL 


Senator McKellar, of Tennessee, has introduced S. 3939, 4 
bill authorizing negotiations and providing for constructiol. 
maintenance and operation of an interoceanic canal ove! 
Nicaraguan territory. A survey for such a canal is now bein 
made by army engineers under authority of congressional resoll: 
tion. 


NEW HAVEN BOAT LINES 


The Commission has reopened No. 6469, application of Ne¥ 
York, New Haven & Hartford for permission to continue certal 
service by water after July 1, 1914, for further hearing at such 
time and place as may hereafter be set. It has also disc? 
tinued No. 22955, Colonial Navigation Co. vs. New Haven et # 
(See Traffic World, March 15, p. 707.) The formal complail! 
pertained to the service on Long Island Sound performed 
the steamers of companies subsidiary to the New Haven in coh 
petition with the steamers operated by the Colonial Navigatl 
Co. Reopening of the proceeding in which the New Haven ¥® 
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authorized to continue the operation of its boats will permit the 
investigation of all the allegations in the formal complaint. 
Therefore continuance of the formal docket case was deemed 
unnecessary. 


LUMP SUM PLAN RULING 


Officials of the Merchant Fleet Corporation have sought a 
ruling from Comptroller General McCarl as to the legality of the 
so-called “lump sum” method of paying Shipping Board operators 
that was worked out months ago. Advocates of this method of 
paying the operators have contended that it would result in 
less cost to the government than the commission basis. Ques- 
tion has been raised, however, as to the legality of the plan. 


PACIFIC-EUROPEAN SERVICE 


A new shipping service between Pacific coast and United 
Kingdom and European ports is in contemplation by P. A. S. 
Franklin, of the International Mercantile Marine, according to 
information obtained at the Post Office Department. Negotia- 
tions are under way with respect to the awarding of an ocean 
mail contract for the service. 


NITROGEN SAVES WEIGHT 


A troublesome situation arose in the Sharon, Pa., plant of 


the Westinghouse Electric and Manufacturing Company when it 
was found that the usual method of shipping transformers could 
not be followed in the case of a large unit destined for Oakland, 
Calif. Transformers usually leave the works filled with oil 
which, in this instance, would have meant so much more weight 
that the shipment could not have been handled at the receiving 
end. On the other hand, without the oil, it would have been 
necessary to dry out the transformer thoroughly on its arrival 
at Oakland, and this would have involved not only delay but 
expense. As a result, a new and satisfactory method has been 
worked out that greatly lessens the weight of the unit in transit. 
Before the transformer was shipped it was thoroughly dried out 
and tested. After the cover was bolted in place, dry nitrogen 
was blown through the tank until the oxygen content of the 
gas in the tank was reduced to one per cent. More nitrogen 
was then introduced until the pressure within the case amounted 
to 2.95 pounds a square inch at 59° F. The object of this was 
to keep out air and moisture. As an added precaution, a bag 
of calcium chloride was put in the tank to absorb any possible 
moisture and also to indicate its presence on the delivery of the 
iransformer. 


When the unit reached the sub-station it was discovered 
that the tank was under a pressure of 1.5 pounds a square inch 
at 59° F. and that the oxygen content was 1.8 per cent. Like- 
wise, the calcium chloride was quite dry. No time was lost in 
filling the transformer with oil and putting it in service. Thus, 
by the use of nitrogen, under pressure, it was possible to reduce 
the weight of the shipment by more than 32 tons. 


TRAFFIC MANAGEMENT SURVEY 


(Domestic Commerce, Department of Commerce) 


_ A machinery manufacturing firm in the middle west men- 
ons one waste avoided by a good traffic department by having 
the right equipment furnished. The traffic department keeps 
in touch with every order involving carload shipments and by 
study of the product and knowledge of the different types of 
equipment which the railroads can furnish, sees that the proper 
ype is available. It is pointed out that a car with staggered 
doors or end doors instead of a standard box may mean, 
hot only a saving in loading and freight costs, through ability 
‘0 ship larger units shop-assembled and to get more tonnage in 
the car, but may mean also a considerable reduction in erection 
cost at destination. 





VOLUME OF FREIGHT 


The volume of freight traffic handled by the Class I rail- 
‘ads of this country in January this year amounted to 36,664,- 
66,000 net ton-miles, according to reports received from the 
‘ailroads by the Bureau of Railway Economics. 

c Compared with January, 1929, this was a reduction of 
045,370,000 net ton-miles, or 6.5 per cent, but an increase of 
oo net ton-miles, or one per cent, compared with Janu- 
_ In the Eastern district, the volume of freight traffic handled 
a January this year was a reduction of 4.7 per cent compared 
vith the same month in 1929, while the Southern district re- 
Ported a reduction of 6.9 per cent. In the Western district, 
here was a reduction of 8.8 per cent. 
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Questions and Answers 


ie this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions regen Ly practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Delay—Liability of Carrier 

Maryland.—Question: I certainly appreciate the fine dis- 
cussion on page 522 of The Traffic World of February 22, with 
reference to carriers’ responsibility for delay in transit. 

So far as I am able to distill the sum and substance of this 
article, you take the position that the carriers are not responsi- 
ble for special damages to consignee or owner arising from 
delay in transit, unless such delay results from admitted neg 
ligence on the part of the railroad. 

I recently sat in on a discussion involving this point where 
the lawyers contended that even negligence was not justifica- 
tion for paying these claims. The case in question was one 
involving alleged erroneous delivery notice resulting in car re- 
maining on hand about ten days and in the meantime consignee 
went out into the open market, bought other material at an 
increased cost and filed claim for the difference between his 
cost and the contract with the shipper, finally, however, accept- 
ing the delivered shipment. 

I am wondering whether you could give any reference to 
ruling case court decisions where the courts have held the car- 
rier liable for damages resulting from delay to shipments arising 
from negligence of the carrier’s employes, either while the ship- 
ment was en route or while held at destination pending delivery. 

When it is stated in the bill of lading that the carriers are 
obligated to transport shipments only with reasonable dispatch, 
is it not your opinion that where there is negligence resulting 
in delay, from which the consignee suffers material damage, 
there is liability with the carrier? 

The opposite view, if pressed to its ultimate conclusion, 
would mean that a railroad could retain the property of the 
owner indefinitely, depriving him of the use of it, and then 
refuse to pay damages on the theory that the carrier is not an 
insurer against delay. It hardly seems that the courts would 
so hold. 

Should appreciate your comments on these features with 
reference to court decision as requested above. 

Answer: While a carrier is not an insurer against delay 
in transportation, it is liable for unreasonable delay, except 
when the delay is the result of an excepted cause, such as an 
act of God, the public enemy, etc. However, unless the delay 
is unreasonable, the carrier is not liable in damages, as the 
shipper assumes the risk of unavoidable accidents, and the usual 
and ordinary delays incident to the ordinary conduct of the 
carrier’s business. Nevertheless, if damage results from failure 
without good excuse, to deliver the goods at their destination 
within a reasonable time, the carrier is liable for such damage. 
When a common carrier undertakes to convey goods, the law 
implies a contract that they will be delivered at destination 
within a reasonable time, in the absence of any special agree- 
ment as to the time of delivery. 


Delay in transportation or delivery, even though unreason- 
able, does not constitute conversion on the part of the carrier 
and therefore the consignee must accept delivery of goods re- 
gardless of the length of the delay, the carrier ordinarily being 
liable for the difference between the value of the goods on the 
date they should have been delivered and the date they were 
delivered unless by reason of the delay the goods have become 
worthless or practically so. 

A failure to transport with reasonable dispatch constitutes 
unreasgnable delay for which the carrier is liable unless the 
carrier can show that it was free from negligence or that the 
delay was the result of one of the excepted causes, i. e., an act 
of God, etc. 1 

In the following cases it was held that the carrier was 
liable for damage resulting from failure, without good excuse, to 
deliver goods at their destination within a reasonable time: 
Baltimore, etc., R. Co. vs. Whitehill (Md.), 64 At. 1033; Penn- 
sylvania Co. vs. Clark (Ind.), 27 N. E. 586, 28 N. E. 208; Tilles 
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vs. Chicago, etc., R. Co. (Iowa), 120 N. W. 672; Higgins vs. 
U. S. Express Co. (N. J.), 85 At. 450; Frey vs. New York Central, 
etc., R. Co. (N. Y.), 100 N. Y. S. 225. 

As to the recovery of damages of the nature sustained in 
the case which is referred to in the second paragraph of your 
letter, while we are not aware of a case directly in point, it 
would appear from the recent decision of the Supreme Court 
of the United States in Illinois Central R. R. vs. G. I. Crail, 
which case is the subject of the article on page 568 of the March 
1, 1930, Traffic World, under the caption “Crail Coal Case,” that 
such damages could be recovered. 


Freight Charges—Liability for 


California.—Question: A shipment purchased f. o. b. point 
of origin arrives at destination, but before delivery is effected 
same is seized by the United States government account it being 
alleged that merchandise is sub-standard. Can consignee legally 
refuse to pay transportation charges on the ground that delivery 
was not effected, and further, that consignor is liable for charges, 
he being at fault in shipping sub-standard merchandise? 


Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation on the 
bill of lading referred to in section 7. L. & N. vs. Central Iron 
and Coal Co., 265 U. S. 59. On the other hand, the consignee, 
by acceptance of the goods, becomes liable for the full amount 
of the freight charges whether they are demanded at the time 
of delivery or not until later. P. C. C. & St. L. Ry. Co. vs. Fink, 
250 U. S. 577. 

The contract of the consignor and that of the consignee are 
not considered to be inconsistent with each other; each is an 
original contract based on a sufficient consideratiton. 

It has been held that the consignee who pays the draft 
attached to the bill of lading and owns the goods, cannot refuse 
to accept the goods and pay the freight thereon. Flour, etc., 
vs. R. Co., 95 S. E. 997; N. & S. R. R. vs. New Bern Iron Works 
and Supply Co., 90 S. E. 149; Pa. R. Co. vs. Descalzie, 59 Pa. 
Super. Ct. 614; P. & R. Ry. Co. vs. Parry, 66 Pa. Super. Ct. 49. 


However, in numerous cases it has been held that the con- 
signor is liable for freight charges where the consignee refuses 
goods. Bewley-Darst Coal Co. vs. W. & A., 87 S. E. 702; B. & O. 
vs. Luella Coal and Coke Co., 81 S. E. 1044; P. R. Co. vs. Whiting 
& Kemmers, 73 Pa. Super. Ct. 588; C. R. R. Co. of N. J. vs. 
Berry, 165 N. Y. S. 1041; Miller & Vidor Lumber Co. vs. A. T. 
& S. F., 192 S. W. 354. In the latter case it was held that the 
consignor is liable for a balance due after the sale of goods 
by the carrier where the consignee refuses the goods, regardless 
of whether or not the consignee is the owner thereof. 

The only ground on which the consignee’s liability for 
freight charges could be predicated is his ownership of the goods 
while in transit. Regardless, however, of the liability of the 
consignee, which liability is ordinarily dependent upon an ac- 
ceptance of the goods, there seems to be no doubt but that the 
consignor is liable, unless the provisions of the stipulation re- 
ferred to in section 7 of the bill of lading have been executed 
or that it was made known to the carrier that the shipper in 
delivering the goods to the carrier for transportation was not 
acting on his own behalf. In that connection the following 
statement is made in L. & N. R. Co. vs. Central Iron & Coal 
Co., 265 U. S. 59. 


_ “Ordinarily, the person from whom the goods are received for 
shipment assumes the obligation to pay the freight charges; and his 
obligation is ordinarily a primary one. This is true even where the 
bill of lading contains, as here, a provision imposing liability upon 
the consignee. For the shipper is presumably the consignor; the trans- 
portation order by him is presumably on his own behalf; and a prom- 
ise by him to pay therefor is inferred (that is, implied in fact), as 
a promise to pay for goods is implied, when one orders them from 
a dealer. But this inference may be rebutted, as in the case of 
other contracts. It may be shown, by the bill of lading or otherwise, 
that the shipper of the goods was not acting on his own behalf; that 
this fact was known by the carrier; that the parties intended not only 
that the consignee should assume an obligation to pay the freight 
charges, but that the shipper should not assume any liability what- 
Tye therefore; or that he should assume only a secondary lia- 
vility. 


Fourth Section Violations—Through Rate in Excess of Com. 
bination of Intermediates by Reason of Lower Minimum for 
One Factor than Minimum Governing Through Rate 


Illinois —Question: We would like to obtain your ,opinion 
and reference to any decisions of the Commission in point on 
the following situation: 

Some time ago a carload of a certain kind of machinery was 
shipped to us from a point in Pacific coast territory. No through 
commodity rate was in effect. Shipment was loaded on a 50- 
foot car. Shipment was rated in the Western Classification at 


class A, minimum 20,000 pounds for 36-foot car, subject to rule 
34. Charges were assessed at minimum weight of 32,400 pounds 
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at joint through class A rate of 219 cents. 
shipment was 22,100 pounds. 

The tariff naming the through rate does not contain a pro. 
vision for the application of combination rates if resulting jy 
lower charges. The customary rule 56 provision for publicatioy 
of lower combinations and handling of reparation claims oy 
special docket is incorporated in the tariff. A three-factor com. 
bination resulting in lower freight charges via the route of 
movement may be constructed in the following manner: Th. 
minimum weight of 32,400 pounds would be charged at a rate 
of 68 cents up to a certain point, beyond which rates of 99 
cents and 29% cents, respectively, would be applicable on the 
actual weight of 22,100 pounds, inasmuch as those rates are 
subject to flat 20,000-pound minimum. The three-factor com. 
bination rate would make rate 226% cents through, as compared 
with the through joint class A rate of 219 cents, and the latte; 
rate would not exceed the aggregate of intermediates from 
strictly rate standpoint. However, because of the difference jy 
minimum weights, the higher combination basis would produce 
charges of about $570, as against about $709 on the lower through 
class A rate. , ‘ 


Does such a situation as this constitute a violation of the 
aggregate of intermediates clause of section 4 of the act? (Cap 
the shipper demand with propriety that the carriers handle q 
situation of this kind under the procedure contemplated by rule 
56 of the Commission’s tariff circular? 


Answer: Under the decision of the Commission in Hauber 
Cooperage Co. vs. A. T. & S. F. Ry. Co., 115 I. C. C. 533, through 
rate in excess of the combination of the intermediates by rea. 
son of the fact that the minimum weight applying in connection 
with one of the factors is lower than the minimum applying in 
connection with the through rate, is a violation of the aggregate. 
of-intermediate-rates provision of the section 4 of the act. In 
this case the Commission said: 


Actual weight of 


The carload revenue of $91 on slack barrels under the rate of 
45.5 cents, minimum 20,000 pounds, would exceed the charges based 
upon the rate of 21 cents, minimum 14,000 pounds, from Kansas City 
to Havana, Kans., $29.40, and the rate of 43.5 cents, minimum 10,00 
pounds, from Havana to Tulsa, $43.50, a total of $72.90 per car. This 
situation is in violation of the aggregate-of-intermediate-rates pro- 
vision of section 4 of the act and apparently is not protected by an 
application for relief therefrom. The findings herein with respect to 
ee of 20,000 pounds will remove the alleged violation of 
section 


We can locate no case in which the Commission has passed 
upon the question of the application of rule 56 to such a situa. 
tion, but we see no reason why reparation should not be made 
by the carriers under a tariff which contains rates subject to 
the provisions of rule 56. 


Routing and Misrouting—Conflict Between Rate and Route in 
Bill of Lading 


Michigan.—Question: I notice in the March 1 issue of The 
Traffic World, on page 556, you quote an item where the shipper 
billed a car via route in which the cheapest rate did not apply 
and they were upheld by the Commission, they maintaining that 
the railroad should have notified the shipper that this routing 
would not allow them the cheapest rate. 

I am wondering if this would cover a similar problem whicl 
we have up with the Michigan Central Railroad. 


We shipped a car out of Detroit to Holland, Mich., and, inas: 
much as the Pere Marquette is the only railroad that runs int 
Holland, we routed it M. C.-P. M. at Grand Rapids to give the 
Michigan Central a long road haul, as we are located on the 
Michigan Central Railroad. 

We paid the through rate from Detroit to Holland on this 
shipment, but they are now billing us for the local rates from 
Detroit to Grand Rapids, and from Grand Rapids to Holland, 
stating there is no through rate from Detroit to Holland via 
the routing we showed on the bill of lading. 

Please advise if you believe that we are entitled to the 
through rate, inasmuch as the Michigan Central did not notify 
us at the time they signed the bill of lading that through rates 
did not apply via this routing. J 

Answer: If a rate was shown in the bill of lading al 
there is a route giving the Michigan Central Railroad a line hall 
over which a cheaper rate applies than that applicable via the 
route via which the shipment moved, the decision in the % 
Louis Cooperage Co. case is, in our opinion, applicable. If 
however, the Michigan Central is not a party to a cheaper ml 
than that applicable via the route via which the shipment moved, 
the decision of the Commission in the McLean Lumber 0 
case, 22 I. C. C. 349, governs. 

If no rate was shown in the bill of lading, there was no “ 
flict and the carrier was obligated to forward the shipment! 
accordance with the routing instructions specified by the ship 
per in the bill of lading, and the shipper must pay freigt! 
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. Another Safeguard 


to keep these famous trains on time 


New kind of inspection pit 
installed by the Pennsyl- 
vania to increase efficiency 
of freight service. 


LWAYS on the alert for new 
developments which will pro- 
vide added protection and better 
service to shippers, the Pennsylvania 
Railroad has recently adopted a new 
kind of car inspection. 


Beneath the tracks entering a 
yard is an observation pit equipped 
with spotlights that play on trucks, 
journals, and gear. Posted behind 
the lights stands an expert inspector. 
Any defect is marked at once. He 


pulls a lever. From a nozzle beside 
the track a stream of whitewash 
squirts on the truck of the car. By 
this sign the car is identified and 
cut out for repairs. 

Through such ingenious methods 
the Pennsylvania Railroad has set 
an enviable standard for ship-shape 
rolling stock. 


Its famous “Limiteds of the 
Freight Service” have again and 
again made new records for depend- 
able, on time arrival. And Industrial 
Traffic Managers everywhere have 
made them their favorites. 

These fast trains serve eight of 
the ten largest cities in America and 
play a major part in the safe, efficient 
handling of the nation’s freight. 


“Right Hand Men” of Industrial 
Traffic Managers are these “Lim- 
iteds of the Freight Service”— 
carrying all classes of freight. Here 


are six leaders of the fleet— 


THE PACKER 
Perishable Freight 
Chicago to Seaboard Cities 


LIGHTFOOT 
Perishable Freight 
Columbus to Chicago 


STAR UNION LINE 
Perishable— Merchandise 
Seaboard Cities to Chicago 


THE BISON 
Live Stock—Perishable 
Buffalo to Seaboard Cities 


THE GREYHOUND 
Live Stock 
St. Louis to Seaboard Cities 


THE HUMMER 
Merchandise 
Pittsburgh to Indianapolis and St. Louis 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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charges based upon the rate applicable via the route he des- 
ignated. 


Transit Stop for Partial Unloading—Charge Where Two Cars 
Furnished in Lieu of One Under Provisions of Rule 34 


Ohio.—Question: Shipper orders a 50-foot car to accom- 
modate a carload of furniture which carries in the Consolidated 
Classification carload minimum weight of 10,000 pounds, sub- 
ject ‘to rule 34. Under provisions of section 3 of said rule, the 
carrier furnishes two cars in lieu of one 50-foot car. 

Under proper tariff authority, the car is stopped at an inter- 
mediate point to partially unload. Carriers assess stop-off 
charge of $6.50 for each of the two cars. This seems to be a 
penalty assessed against the shipper (or consignee) for a carrier 
disability. 

If the 50-foot car had been furnished, as ordered, the stop-off 
charge would have been but $6.50. 

We do not find that a situation such as this is specifically 
covered in the C. F. A. stop-off tariffs. Big Four Circular G-481, 
I. C. C. No. 8353 is typical of the stop-off tariffs in this territory. 

That tariff provides: 


In the event of multiple loads, consisting of single consignments 
forwarded in two or more cars, the charge will be assessed against 
each car comprising such multiple loads. 


This does not seem to cover cases where the reason for 
the shipment to be loaded in two or more cars is for carrier’s 
convenience. 

What is your opinion regarding the assessment of stop-off 
charge for two cars under such circumstances and has the Com- 
mission had this question before it? 

Answer: We are unable to locate a decision of the Com- 
mission directly in point, but it is our opinion that the principle 
of the Commission’s decision in Milwaukee Falls Chair Co. vs. 
C. M. & St. P. Ry. Co. 16 I. C. C. 217, is applicable. Under the 
facts in this case the complainant had ordered a 50-foot car. 
Being unable to furnish this size of car, the carrier supplied 
him with two smaller cars, charging for a minimum of 12,000 
pounds on each of the two cars and a switching charge on one 
of the cars, notwithstanding a tariff provision for the absorption 
of switching charges. The Commission held that only one mini- 
mum weight should be assessed and that the carrier should 
absorb the switching charge on both cars, stating that it seemed 
clear to it that where a carrier absorbs switching charges on 
carload shipments and for its own convenience furnished the 
shipper two cars in accordance with its rules in that regard, 
making the same rate as though one car had been furnished, 
switching charges should be absorbéd on both cars. 


Limitation of Actions—“Delivery” and “Tender of Delivery’— 
Construction of Terms as Used in Paragraph 3 of Section 
16 of Act 


Ohio.—Question: Has the three-year statute of limitations 
been tolled on an overcharge claim, under facts as follows: A 
claim is filed December 19, 1929. The car covered thereby 
arrived in destination town December 18, 1926, over lines of 
carriers with whom claim was filed. The car was constructively 
placed on lines of connecting carriers on which lines siding is 
located December 19, 1926. The car was spotted in the yards 
of the consignee for unloading December 21, 1926. What con- 
stitutes the date of “delivery” in connection with the running 
of the statute of limitations? 

Answer: While the Commission has in several cases ap- 
plied the provisions of paragraph 3 of section 16 (Flynn, Welch 
& Yates vs. A. T. & S. F. Ry. Co., 142 I. C. C. 298), it has in 
no case applied the statute where the precise date of the de- 
livery of the car was a factor in determining whether or not 
the statute had been tolled by the filing of a claim within the 
prescribed period of limitation. The provision of the act in 
question reads: 


A cause of action in respect of a shipment of property shall, 
for the purposes of this section, be deemed to accrue, upon delivery 
or tender of delivery thereof by the carrier, and not after. 


With respect to the term “delivery,” it is our opinion that 
the mailing of notice of arrival is not delivery within the mean- 
ing of the above quoted provision of the act, but that there 
must be an assumption of dominion over the goods by the con- 
signee, actual or constructive, such as to release the carrier 
from liability. As to what constitutes delivery of a shipment, 
see our answer to “Indiana,” on page 1268 of the November 27, 
1926, Traffic World, under the caption, “Delivery by and to 
Carrier—What Constitutes.” See also Southern Ry. Co. vs. 
Prescott, 240 U. S. 632, and the Tailboard Cases, 32 I. C. C. 387. 

As to the term “tender of delivery,” it is our opinion that a 
tender of delivery of goods to a consignee takes place, within 
the meaning of the above quoted provision of the act, at the 
time when notice of arrival is sent to the consignee, at which 
time it becomes the duty of the consignee to claim the goods, 
which are thereby tendered to him. 
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Under the facts set forth in your letter there was a tender 
of the goods on December 19, on which date the car wag ¢pp. 
structively placed, if not before, and, in our opinion, in go far 
as the application of the provisions of the statute are concerne; 
a delivery on that date, even though there was not an actug| 
spotting of the car for unloading until December 21. 

If this construction of the statute be correct the claim jx 
barred under the so-called one-day rule of the Commission, a; 
set forth in Latham-Bradshaw Cotton Co. vs. B. R. Ry. Co.,, 109 
I. C. C. 593, in which case the Commission said: 


Under our long-standing practice the day on which the shipment 
is delivered is included in ascertaining whether a complaint Seeking 
reparation has been filed within the period provided by the agt 
Navassa Guano Co. vs. C., M. & St. P. Ry. Co., 39 I. C. C. 171; Frieg: 
man vs. C. & N. W. Ry. Co., 45 I. C C. 91; Beaumont Timber (» 
vs. I. & G. N. Ry. Co., 4 1. C. C. 410. : 


Tariff interpretation—Application of Section 4 of Rule 12 of 
Classification 


Maryland.—Question: Would appreciate your opinion op 
the following question: 

A less-carload shipment of iron sash weights, wired ip 
bundles, weighing 10 pounds each, is delivered to carriers. After 
shipment is in carrier’s possession it is found the bundles dp 
not conform with the regulations as provided for in item 29 of 
page 478 of the Consolidated Classification No. 5, which provides 
for sash weights in bundles weighing 15 pounds or more, fourth 
class. 

In assessing penalty on this shipment, would rule 5, section 
3, paragraph C, apply, or would the shipment be charged for on 
basis of 15 pounds per bundle in accordance with rule 12, sec. 
tion 4? 

Answer: Section 4 of rule 12 of Consolidated Freight Clas. 
sification No. 5 reads: 


When the description for an article in less than carloads specifies 
an individual minimum weight per package or piece, no provision being 
made for packages or pieces weighing less than the specified indi- 
vidual minimum, the total charge for a number of packages or pieces 
of a lesser weight shall be the same as would accrue on a like number 
of similar packages or pieces, each of the specified individual mini- 
mum weight. 


While item 29, page 478, of Consolidated Freight Classifica- 
tion No. 5, provides for a rating on iron and steel sash weights, 
in “bundles” weighing each 15 pounds or over and section 4 
uses the term “packages,” it is to be noted that section 4 of 
rule 12 is referred to in the Index to Rules of the Classification, 
in connection with the subject reading “Bundles subject to 
individual minimum weights, charges for articles shipped in.” 
Furthermore, a bundle is defined in Webster’s Dictionary as “a 
number of things bound together, especially into a mass or 
package convenient for handling or conveyance as by a cord 
or envelope; a loose package; a roll.” 

It, therefore, seems apparent that the provisions of section 
4 of rule 12 of the classification are applicable to the shipment 
in question. 

Allowances 


lowa.—Question: In the event that a shipper keeps a num- 
ber of a certain carrier’s cars in continuous service between 
two points on the carrier’s line and equips the car in such 
a way to suit the commodity by permanently fastening shelves 
or racking (it being understood that but for such conditioning 
consignee would not be able to get minimum weight in car or 
safely ship the commodity), is the consignee entitled to al 
allowance under paragraph 13 of section 15 of the interstate 
commerce act? 

Answer: Apparently, under the Commission’s opinions, the 
right of a shipper to an allowance for facilities or instrumental: 
ties furnished by him is dependent upon whether the facilities 
or instrumentalities furnished by a shipper are such as the cal- 
rier should, under its tariff rates, furnish. 

See Best Co. vs. G. N. Ry. Co., 33 I. C. C. 1, in which case 
the Commission, on pages 3 and 4, said: 


: The complainant insists that, having furnished the necessaly 
instrumentalities to protect its property while being transported, * 
comes within the following provision of section 15 of the act: _ 1; 

“If the owner of property transported under this act direct! 
or indirectly renders any service connected with such transporta- 
tion, or furnishes any instrumentality used therein, the charge 4” 
allowance therefor shall be no more than is just and reasonable, a0 
the Commission may, after hearing on a complaint or on its “" 
initiative, determine what is a reasonable charge as the maximum . 
be paid by the carrier or carriers for the services so rendered 
for the use of the instrumentality so furnished, and fix the sam 
by appropriate order. * * *’” rs 

That provision does not apply, however, where it clearly aD ed 
from the tariffs or from established practice that the rate pu the 
was constructed upon the theory that the shipper would render . 
service or furnish the instrumentalities for which he seeks he 
lowance, and the shipper prior to rendering such service or furnie 
such instrumentalities took no steps to require the carrier to Lar 
a rate which would include the seryice or instrumentalities Laie oo 
by him. In such a case the shipper can not recover unless he bist 
that he has been damaged by the failure of the carrier to PU ig 
a rate which would cover the entire transportation. Memphis Fre 
Bureau vs. K. C. &. Ry. Co., 17 <. Cc. C. 
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LAWYERS IN PUBLIC OFFICE 


Editor The Traffic World: 

The letter entitled “Lawyers in Public Office,’ published 
in the open forum column of your issue of March 8, in which 
the author says he “would not vote for any lawyer for public 
office (except the limited few, such as courts, etc.)” and that 
“this nation was made great by business minds; it is being 
threatened by so-called legal minds—or, one might say, knowl- 
edge versus ignorance,” is far from being even an elementary 
analysis of the facts. What is a great business mind but one 
that knows, at least, sufficient law for the protection of the 
business it controls, or, on the other hand, is guided by legal 
counsel for such protection? The late J. Pierpont Morgan once 
said: “The greatest risk in business is legal risk.” 

I think your readers would be interested in Mr. Wheaton’s 
explanation of our country’s great progress in spite of the fact 
that twenty-two of our thirty-one presidents were lawyers. Can 
we deny that these men—all politicians—were executives of one 
of the greatest and most exacting businesses in the world— 
that of running our government? Today, due to the growing 
complexity of American civilization, because of an unparalleled 
development in commerce and industry, there is an increased 
demand for men possessing a knowledge of law. A large num- 
ber of the most successful men in nearly every field of activity 
have had such a training and the demand for such men is 
constantly increasing and will continue to increase with the 
economic and social evolution of the country. 

The list of America’s successful business men who have 
read law is a vast one. It includes men of the caliber of the 
late Haley Fiske, Gen. John J. Pershing, judge Gary, Cornelius 
F. Kelley, Charles E. Mitchell, Owen D. Young, Silas H. Strawn, 
Will H. Hays, Kenesaw Mountain Landis, Gen. Charles G. Dawes, 
Dr. Frank Jj. Goodnow, and John S. Runnels, who succeeded 
Abraham’s Lincoln’s son, Robert T. Lincoln, also a lawyer, as 
chairman of the Pullman Company board. 

Inasmuch as Mr. Wheaton is a railroad man, perhaps he 
will be interested in the following names, and the positions 
linked with them, from a long list of successful men just in 
his own field who are also lawyers: E. W. Beatty, chairman, 
Canadian Pacific R. R.; Hale Holden, chairman, C. B. & Q. R. R.; 
Fairfax Harrison, president, Southern Railroad; H. R. Kurrie, 
president, C. I. & L. R. R.; D. Upthegrove, president, St. L. S. W. 
R. R.; Henry Wheeler DeForest, chairman, Southern Pacific 
R. R.; George R. Martin, vice-president, Great. Northern R. R.; 
C. T. Jaffray, president, Soo Line; Charles Donnelly, president, 
Northern Pacific R. R.; Robert Scott Lovett, chairman, Union 
Pacific R. R. 

Of course, as in every other field, there are a few that 
have failed to uphold the fine traditions of the legal profession; 
but, as the saying goes, “why condemn the entire crop because 
of an occasional bad apple?” 

Boston, Mass., March 18, 1930. 


RAILROAD CONSOLIDATION 


Editor The Traffic World: 

It would be interesting to know just why the letter by John 
W. McArdle, chairman of the Public Service Commission of 
Indiana, which appeared in the United States Daily of February 
22 under the caption, “Arguments Against the Necessity for 
Rail Consolidation,’ in which he declares that the public will 
gain neither in service nor reduced rates and that centralized 
activities will injure local interest, has not had wider publica- 
tion. 

It has always seemed strange to the writer that a matter 
so tremendous in its scope and so vital to the public and, in 
short, so threatening to the safety of the nation, has not been 
thoroughly discussed in every publication throughout the coun- 
try. Mr. McArdle has covered the ground pretty thoroughly 
and raised many questions that cannot be treated with silent 
contempt. At least, some effort should be made to show 
wherein he is in error, if he is in error, and more detailed 
information adduced justifying a move of such magnitude. 

It is true that the spirit of the times trends to consolidation 


C. Edward Dixon. 
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in practically all activities. It is yet to be proved whether there 
is not a saturation point when and where there should be called 
a halt on some consolidations now effective and some of those 
in the making. I class myself as a conservative and want to 
support every movement that is manifestly for the interest of 
the country. 

Have you ever considered the political power that will be 
wielded once the consolidation of the railroads is consummated? 
It may be regarded as improbable that the time may come 
when this country will have a radical administration, yet it 
most certainly is possible. Government ownership of our rail. 
roads has already been agitated. I am of the opinion that such 
agitation failed largely because of the great diversity of opinion 
and because there were 1,500 railroads of every class in the 
country—too many to whip into line and which constituted too 
great a force in opposition. 

Now, let us vision the railroads of the United States ij 
their entirety, owned and operated under four or five great 
systems and with a radical administration in power. It would 
be a “short horse” operation to take them over and with such 
power in the hands of a radical administration it would seem 
almost impossible to dislodge them. 

Further, do you believe that the consolidation of the rail- 
roads into the proposed competitive system will, in any par- 
ticular, be good for the country? Do you believe that “com. 
petitive system” means anything in so far as competition is 
concerned after the 250,000 miles of railroads are consolidated 
as proposed? Little has been said on the subject—about the 
only arguments so far advanced in favor of their consolidation 
are economy in operation, improved service, and to keep the 
weak lines from annihilation. 


Just wherein will the industrial world or the general public 
be benefited if the economy in operation is not reflected in 
lower rate quotations? And are there any instances of lower 
rates from any consolidation so far effective? On the contrary, 
is not the tendency toward higher rates and, too, is it nota 
vain hope that there will be any more marked improvement 
in service through consolidation than now effective through 
the present sharp competition? Will not the more economical 
operation referred to be attained mostly through curtailment 
of service, because of the lack of real competition, and at the 
expense of or inconvenience to their patrons? Also, is it not 
plainly manifest there will be fewer legitimate courtesies ex 
tended than are now enjoyed by the public? 

Let us contemplate what may and evidently will happen 
when these few tremendous systems are regularly functioning. 
Isn’t it reasonable to presume that patrons, regardless of their 
magnitude, will be much farther removed from the august 
authorities in charge than at the present time in which active 
competition obtains? Will there be as many attentive ears to 
listen and respond to petitions and protests? ‘Will there be the 
same incentive for them to respond to the supplications and 
entreaties of their patrons, or wherein will be their power to 
force recognition? Laws covering such requirements of the 
public would be about as effective as the present prohibition 
statutes and, if there is no incentive, can they hope for as much 
recognition as now? 

Again, just who are the advocates of this tremendous vel 
ture? It can hardly be possible that it is the present presidents, 
vice-presidents, treasurers, comptrollers, and thousands of other 
important officers and executives of lesser importance, as fewée! 
opportunities for advancement will be available and those who 
are fortunate enough to remain will have less opportunity 
exercise their initiative, for, as a result, routines will, of 
necessity, have to be followed until there will be a marked 
depreciation in the ability of our transportation officials. 

Can’t you plainly see this is a big subject needing som 
big thinking? Cc. F. Wood, 

Commercial Agent, Wisconsin & Michigan R. R. Co., General 

Agent, Dimon Line S. S. Corp., Commercial Agent, T. P. 
& W. R. R. 
Cleveland, O., March 19, 1930. 





In so far as the above communication seems to demand oe 
answer from us, we may say that it is sufficient explanation 0! ™ 


M 





, PAGE 793 
) 


















ala 
ae ARE AMONG THE USERS OF 
| —_ 
Called 

those § 
Ly. PUBLIC 
est of 
rill be | MERCHANDISE 
lated? § 
| WAREHOUSES 

] 

= 4 Californ i ng Co. Aunt Jemima Mills American Tobacco Co. Campbell’s Soups Kellogg’s 
pinion | Ivory S i FE ocporatio® Kleenex on Sweepers Hoosier Kitchen Cabinets 
n the § Hoovet 5 are s Cough Drops Necco § 
id t00 | \ | Hersh a 

| " Genere By Hershey Chocolate ati Chase & Sanborn Vj.z,. __ National Carbon Co. 
pte | Fleigon 2 8 se Lifebuoy Soap 2 dy; le Argo Starch Cr Vapo.Rup Eastman ita. 

+ ea 
woul | it. Orlick’s Malted Milk Keer 0° B ™ of Whea Federal Match yt 
seem J anual i a *‘ Creek Foods Ma, 1 Jell-O 
ait om ; 
sae Bord Fy In; = Sun-Maid Raisins “2 Quaker 
“com: § 7 ing | YY sf Postum Oats 
fl ° illsbury Flou 

led Mazolaz . ide K * Rin LUX Arg0 
it the foes dded Wheat aro ae Stare 
—y~ andard Brands, Inc. Kote* - Bor Arot 
public 
ed in | A 32-page booklet, just pub- 
urs lished, tells how some of the 
men , nation’s leading merchandis- 
mic ing experts use our warehouses 
ment § e ° 
tthe to achieve strategic “spot 
it not . . . . 
6 stock” distribution and deliver 
appen their goods quicker at less cost. 
ro Because these nationally- 
ugust 


known manufacturers have so 
successfully used our ware- 
houses for many years to dis- 
tribute their products eco- 
nomically, we feel that our 
plan of distribution may pos- 
sibly help you. Have your 
secretary write for our free 


booklet. 


active 
irs to 
e the 
; and 
er to 
f the 
bition 
much 


; yen: 
lents, | 
other 
fewer 
- who 
ty to 
ll, of 
arked 


me . . . o 
" Public Merchandise Warehouse Division 


American Warehousemen’s Association 
1720 Adams-Franklin Bldg. Chicago, Illinois 


neral 
7, P. 


dan 
yf the 








PAGE 794 


fact that Mr. McArdle’s letter has not had wider publication, that it 
was written for a particular journal and it is not customary for 
editors to cull such things from other publications unless there 
is unusual reason for doing so. We have, in times past, expressed 
ourselves frequently and voluminously on the subject of railroad 
consolidation. Lately, we have contented ourselves with recording 
the news with the observation now and then that we do not believe 
much will come of the movement.—Editor The Traffic World. 


AIRWAY RADIO-TELEPHONE SERVICE 


Experimental radio telephone communication service from 
plane to ground and ground to plane along the airway between 
New York and Chicago will be in operation in the near future 
under plans now being carried out by the airways division of 
the aeronautics branch, according to Clarence M. Young, Assist- 
ant Secretary of Commerce for Areonautics. 

“The purpose of this experimental work,” said Mr. Young, 
“is to study the utility of high frequencies for radio telephone 
broadcasting from airplanes in flight along the airway and over 
various kinds of terrain, to ground stations. The broadcast of 
the ground stations to the planes will be on the regular hourly 
weather broadcast frequencies now employed in various sections 
of the United States. 

“The experimental work also is intended to inquire into 
the feasibility of constant two-way voice communication between 
the plane in flight and those on the ground concerned with its 
progress along the course. The establishment of facilities for 
communication by the plane with the ground is designed pri- 
marily for the transmission of emergency messages. 

“However, out of this close connection between the plane 
in flight and the ground station, there will grow a periodic 
communication system known as position reporting, which will 
enable the ground organization to plot a chart of the plane’s 
progress at intervals of, for example, 15 minutes.” 


AIRPORT ZONING 


As a result of many requests received from city officials, 
airport managers and engineers, and others interested in the 
development of adequate airports for information and sugges- 
tions as to suitable airport zoning ordinances to insure protec- 
tion to the flying public against hazards that may be developed 
in the vicinity of airports, a cooperative committee on airport 
zoning has been formed by the aeronautics branch of the De- 
partment of Commerce to study the matter, prepare suggested 
ordinances and report its findings and recommendations. 

In making this announcement Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics, said: 








Many cities in the United States have recognized the fact that 
they must provide themselves with suitable air terminals if they 
are to have places in the great air transportation system that is 
rapidly spreading over the.country, with the result that a large num- 
ber of excellent airports now are being constructed and projected. 

It is important that suitable zoning ordinances be established 
to go these air harbors against developments tending to jeop- 
ardize the safety of operations and otherwise reduce the effectiveness 
of the airport. 

In an effort to supply the information requested on suggested 
ordinances, which may serve as a guide for zoning commissions and 
other civic bodies, the aeronautics branch extended invitations to 
several national organizations interested in such matters to serve 
on the committee and these organizations have designated representa- 
tives to this end. 


The personnel of the committee was announced by Mr. 
Young as follows: Harry H. Blee, director of aeronautic devel- 
opment, aeronautics branch, Department of Commerce, chair- 
man; Edward M. Bassett, advisory committee on city planning 
and zoning, Department of Commerce; W. M. Bishop, air trans- 
port section, Aeronautical Chamber of Commerce; W. Irving 
Bullard, United States Chamber of Commerce; George B. Ford, 
Planning Foundation of America; George B. Logan, committee 
on aeronautical law, American Bar Association; A. Pendelton 
Taliaferro, Jr., airport section, aeronautics branch, Department 
of Commerce, secretary of the committee; and James S. Taylor, 
division of building and housing, Bureau of Standards, Depart- 
ment of Commerce. 


REVISED AIRMAIL SCHEDULES 


Airmail schedules will undergo a general revision April 1 
along the New York-Atlanta-Miami airway, operated by Eastern 
Air Transport, Inc. The changes will give cities between Wash- 
ington and New York service by six airmail planes a day, the 
most frequent service operated over any route in the country, 
it is stated. Four mail planes will be operated each day be- 
tween New York and Atlanta, while the northbound service 
from Miami and St. Petersburg to Atlanta will change from a 
day to a night schedule, and the city of Charlotte, N. C., will 
be added to the airmail map. 

The changes will move every city between Richmond and 
Miami one full day nearer the midwest and Pacific coast, and 
will place all Florida points overnight from New York. Busi- 
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ness men in the north and middle Atlantic states will have two 
schedules to Atlanta and intermediate points, and a fast over. 
night service to all southern points as far south as St. Peters. 
burg, Miami, Atlanta and New Orleans. 


SIGN FLASHERS FOR AIRWAYS 


A contract for 100 sign flashers of a new type, incorporating 
a mercury tube make-and-break instead of the old-style metallic 
contacts, has been awarded by the aeronautics branch, according 
to Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics. The total price is $6,406. 

The sign flasher is employed in electric code beacons which 
are stationary auxiliary lights mounted on towers between bea. 
cons for use as obstruction lights, as markers for landing fields 
or other areas where identification by night is of assistance 
to the pilot. The code beacon throws a 360-degree beam and 
is flashed at intervals by means of the sign flasher, which may 
be controlled to flash code if desired. 


AIR MAIL LEGISLATION 


Members of the steering committee of the Republicans jn 
the House have agreed to expedite action on H. R. 9500, the air 
mail bill providing, in the main, for payment for transportation 
of air mail on the space-mileage basis instead of the weight 
basis now in effect. The bill is pending before the committee 
on post office and post roads. Postmaster-General Brown de- 
sires enactment of the legislation as soon as possible because 
a number of air mail contracts will expire in the near future. 
The change to the space-mileage basis, it has been asserted, 
will aid the air mail carriers substantially. 


FARM PRODUCE AIRPORT 


In order to provide the most modern and fastest means of 
carrying fresh vegetables, fruits and flowers to market, a new 
airport is to be established at Delft in the center of the West- 
land district of the Netherlands, famous for produce of this 
type, according to a report from Consul General Charles L. 
Hoover at Amsterdam, made public by the Department of 
Commerce. 

Large amounts of fresh fruit, early vegetables and cut 
flowers have already been transported successfully by airplane. 
A great variety of other commodities such as precious stones 
and metals, newspapers, meats, radio articles, automobile ac- 
cessories, articles of fashion and decoration, live animals and 
samples of various kinds are also being carried in increasing 
numbers via the air route. 


AERONAUTICAL LIGHTS FOR NIGHT FLYING 


Approximately 1,450 aeronautical lights are established and 
in operation throughout the United States from sundown to 
sunrise every night in the year to guide and assist the airmen 
who fly the airways after dark, according to Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics. 

“Of the total number of lights in operation,” said Mr. Young, 
“about 125 are known as ‘private aeronautical lights’ because 
they have been established by, and are being operated at the 
expense of private interests who have appropriated funds for 
this purpose as their contriibution to the advancement of aero- 
nautics. The remaining number have been established by the 
Department of Commerce, in furtherance of its program of 
airway development, and these lights are divided into revolving 
beacons, flashing beacons, code beacons, acetylene blinkers and 
acetylene routing beacons. The 125 lighst are certified aero- 
nautical lights, a certificate of approval having been given by 
the airways division of the aeronautics branch, which, after 
investigation, has determined that such lights would constitute 
an aid to air navigation.” 


GREAT LAKES ADVISORY BOARD 


Speakers at the seventh annual meeting of the Great Lakes 
Regional Advisory Board at the Statler Hotel, Detroit, March 
26, will include W. C. Cowling, director of the transportation 
department, Ford Motor Company, who will address the morning 
session on “South American Transportation,” and Charles Frank- 
lin Kettering, vice-president, General Motors Corporation, wh0 
will be the principal speaker at the noon luncheon. : 

According to the announcement, twenty-two bankers Will 
contribute to a report on business and financial conditions t0 
be presented by Frederick J. Parker, vicepresident of the First 
National Bank of Detroit. M. J. Fleming, deputy governor of 
the Federal Reserve Bank, fourth district, will make a report 
covering the district, and local conditions will be summarized 
by Charles E. Farnsworth, vice-president of the Union Trust 
Company of Cleveland, and Walter H. Johnson, Jr., vice-presi 
dent of the Marine Trust Company, Buffalo. 
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Where is my car to-day: 


A FAMILIAR QUESTION. Some shipper or receiver 
of freight asks it every hour and minute of the day. 
And when the query is addressed to the Norfolk and 
Western Railway it is answered promptly and 
correctly. 


The office of the Superintendent of Car Service 
at Roanoke, Virginia, is the center of this information 
service. During 1929 this office was called upon, by 
telegraph or letter, to give information on 17,608 cars 
in addition to handling thousands of telephone 
requests for car records. 


Here in this central office is maintained a running 
record showing all car movements on the Norfolk 
and Western—totalling more than 14,000,000 or an 
average of 46,658 per day, in 1929. And this all- 
ificlusive record at Roanoke is supplemented by daily 
telegraphic reports from 20 key points showing (for 
approximately 148,000 cars a year) car numbers, con- 
tents, destinations and time of forwarding. These 
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telegraphic passing reports go to the interested larger 
traffic agencies on the line as well as to the central 
office, and provide timely data with which to answer 
inquiries from consignees. 


In addition to telegraphic connection between 256 
stations and the central office, railway owned and 
operated telephone lines provide direct communica- 
tion with 93 important points. New extensions to 
five other points are now under construction. These 
facilities provide, not only for the quick handling of 
inquiries made through the office of the Superinten- 
dent of Car Service, but also enable local represen- 
tatives to communicate with yards and agencies: 
concerning cars moving within their territory. 


So, when traffic managers and others concerned with 
the movement of freight turn to the Norfolk and 
Western Railway for an answer to the old question, 
“Where 1s my car today”—they receive it promptly, 
accurately and courteously. 
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| Doings of the Traffic Clubs 





The board of governors of the Traffic Club of the Brooklyn 
Chamber of Commerce has voted to make application for mem- 
bership in the Associated Traffic Clubs of America. The board 
of the national organization is expected to act on the applica- 
tion by mail vote. 





There was an attendance of more than 100 at the organiza- 
tion meeting of the Winston-Salem (N. C.) Traffic Club March 
17. Fifty-six of those present signed as charter members of 
the organization. T. B. Curtis, executive vice-president of the 
Associated Traffic Clubs of America, was principal speaker and 
chairman of the evening. He received a rising vote of thanks 
for assistance in formation of the organization at the conclusion 
of the meeting. The new organization will include members 
from Greensboro, High Point, Salisbury and other nearby in- 
dustrial towns. The second meeting will be held March 24, 
when officers will be elected. Two tickets of nominations have 
been presented. 





The new president of the Junior Traffic Club of Chicago, 
Edwin M. Strook, is a Chicago product, having been reared in 
Like most traffic men, 


the transportation hub of the country. 
he entered railroad service shortly 

after his graduation from high school. 

His first position was that of yard clerk 

for the Belt Railway at Clearing, IIl. 

He received his early training there 

under L. M. Betts, who was the car 

accountant for the Belt Railway and 

who later became manager, closed car 

section, car service division, Ameri- 

can Railway Association, at Washing- 

ton, D. C. After receiving this pre- 

liminary training in railroad traffic 

work, Mr. Strook obtained a position 

in the traffic department of Anderson 

and Gustafson, U. S. Yards. Then 

came the war, during which he served 

in the naval service on board a 

freighter plying between the United 

States and France. He made three round trips and on the last 
trip the freighter was torpedoed by a submarine. He is now 
traffic manager and sales representative for the Spencer Pe- 
troleum Company. He has been a member of the Junior Traffic 
Club since 1926 and, shortly after joining, became an active 
participant in its work. In 1927 he served as chairman of the 
sports and pastimes committee, in 1928 as chairman of the 
entertainment committee, and in 1929 as vice-president. 








The tenth annual banquet of the Transportation Club of 
Decatur will be given at the Hotel Orlando April 17. R. B. 
White, president of the Central of New Jersey, will be the 
speaker. There will be dancing and other entertainment. The 
March meeting of the club will be held at the Hotel Orlando 
March 26. 





The Terre Haute Transportation Club will give its second 
annual dinner at the Deming Hotel March 27. Officers will be 
elected in the afternoon of the same day. 





The annual meeting and installation of officers of the Traffic 
Club of Chicago will be held at the Palmer House March 25, 
after the election. Dinner will be served and there will be 
professional entertainment. 





“Prospect for Recovery of Business’ was the subject of the 
speaker, E. H. Hillard, former president of the Louisville Board 
of Trade, at a meeting of the Transportation Club of Louisville 
at the Tyler Hotel March 20. The meeting was sponsored by 
the C. C. C. & St. L. 





The Columbus Transportation Club will hold its annual 
dinner and election April 10. J. W. Skeen and H. E. Rodenfels 
have been nominated for president. 





On March 18, at the Hotel Columbia, the Traffic Club of 
Klamazoo held its monthly dinner. The program was sponsored 
by Kalamazoo College. The speaker of the evening was Ed- 
mond Hoben, son of Dr. Allan Hoben, president of the college, 
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who told of modes of transportation in foreign countries, having 
just returned from a trip around the world. Professor Andrew 
Stevenson, Jr., spoke on the course in transportation offereg 
students of the college. 

“Steamship Night” will be observed by the Traffic Club of 
Philadelphia April 14. Dinner and entertainment are on the 
program, with D. J. Murphy as chairman of the committee jp 
charge. 





Despite the widespread assumption that the development 
of the machine has dwarfed the importance of man himself, the 
human factor is more vital today than ever before, in the opin. 
ion of H. G. Taylor, manager, public relations section of the 
car service division, American Railway Association, as expregseq 
at a meeting of the Traffic Club of New York March 12. He 
estimated that 2,500,000 men had been thrown out of employment 
by machinery in the last ten years. “Indeed, machines do 
everything but kiss our wives and sign our checks,” he said. 
But in spite of the marvelous facility of machines, the present. 
day relation of men, one to another, is even more complicated 
than in the old days, when men did everything with their hands, 
he contended, and illustrated that by transportation facts. Last 
year over 52,000,000 carloads of freight were handled by the 
railroads of the United States, he said. Assuming only two 
transactions in the handling of each carload of this traffic, there 
were over 100,000,000 transactions involved. ‘The fact that the 
traffic was handled with such a degree of satisfaction to all 
concerned indicates that the railroads and the public they serve 
are in accord. To make such a statement, however, is suffi- 
cient to express the importance of attention to the human ele- 
ment involved,” he said. 





A dinner meeting of the Oakland Traffic Club was held 
March 18 at the Elks’ Club. The program was sponsored by 
the traffic committee of the Oakland Chamber of Commerce. 
E. G. Wilcox, traffic manager, Oakland Chamber of Commerce, 
gave a short talk on the work of the traffic committee and the 
Pacific coast fourth section cases. W. K. Sempey, manager of 
the domestic and foreign trade department of the Chamber of 
Commerce, spoke on “Our Obligation to Community Develop- 
ment.” A character sketch was given by Max Horwinski. 





At the annual election of the Transportation Club of San 
Francisco, March 10, the following officers and directors were 
elected: H. H. Pierson, president; Jas. H. Hayes, first vice- 
president; R. B. Mitchell, second vice-president; Roscoe C. 
Bray, secretary-treasurer; directors, J. H. Corcoran, J. J. Cowen, 
W. L. Garver, W. G. Tawse and J. M. Yount. 





The Columbus Transportation Club, at a meeting March 13, 
elected J. W. Skeen and H. E. Rodenfels, delegates, and P. C. 
Hodges and J. G. Young, alternates, to the semi-annual meet- 
ing of the Associated Traffic Clubs of America at Cincinnati, 
April 24 and 25. 





The Utica Traffic Club has been reorganized as the Traffic 
Club of the Utica Chamber of Commerce, with C. E. Carr, 
president, and C. E. Darrigrand, secretary and treasurer. 





The Junior Traffic Club of Chicago will give a “Minstrel 
Show and Dance” in the assembly hall of the Masonic Temple 
Building March 28. The entire cast of the show is composed 
of members of the club, who will present a novel and high-class 
entertainment, according to the announcement. W. Ed. Hines, 
district traffic agent of the A. C. & Y., is director of the show. 
Following the show there will be a dance. 





The St. Patrick’s dance of the Miami Valley Traffic Club 
was one of the most successful events in the history of the 
club, it is stated. About 100 couples were in attendance. J. E. 
Haynes, of the Frigidaire Corporation, Dayton, arranged the 
entertainment. The golf program for the year will be an- 
nounced soon by Chairman Bales. 





John J. McCloskey, member of the law firm of McCloskey 
and Benedict and president of the New Orleans Bar Association, 
spoke on the influence of the Irish in the upbuilding of America 
and arbitration of business disputes at a St. Patrick’s Day 
luncheon of the Traffic Club of New Orleans at the Hotel 
Roosevelt March 17. A “smoker” will be given March 29. 





Officials of the Santa Fe arranged the program at a meet- 
ing of the Phoenix Traffic Club at the Arizona Club March 7. 
Fred L. Hanna, local general freight and passenger agent, was 
in charge of arrangements. Ralph. Murphy was the principal 
speaker. He declared that Arizona was on the eve of great 


industrial and commercial development, in the course of a talk 





_ 
rn 


Tew 
red 


) of 
the 
> in 


ent 
the 
pin- 
the 
sed 


ent 

do 
aid. 
nt- 
ted 
ds, 
‘ast 
the 


ere 
the 

all 
rve 
iffi- 
ale- 


an 
are 
ce- 


en, 


13, 


et- 
uti, 


ffic 


rel 
ple 
ed 
1SS 
es, 
Ww. 


ub 
he 


he 
1n- 


ey 
yn, 
ca 
ay 
tel 


et- 


as 
al 
at 
Ik 


eee 


A SPT FTE PFET NOLL LE Ee Oe I ee 


Pelee arent 


PBS Ee 


yarch 22, 1930 


The Traffic World 


< eer for this FREE volurveds 





ANALYTICAL INTERSTATE COMMERCE ACT 


For Traffic and Transportation Men 


tation Law Institute to its many enthusiastic sub- 

scribers, constitutes Volume-Unit No. 17 of Federal 
Regulation of Commerce, a series of reference and text 
units containing a complete, authoritative and system- 
atic treatment of all the law on the subject. 

Realizing the great practical value of this particular 
subject, the Institute has printed for complimentary 
distribution an extra edition of this handy, reference 
volume. While the limited edition lasts, a free copy 
will be mailed, postage paid, to all those interested in 
traffic and transportation activities. 


Mechanical Arrangement 


The Institute’s treatment of the Interstate Commerce 
Act in this new volume is unique in that each of its 
provisions is thoroughly analyzed under elucidative 
captions and sub-headings, together with complete cita- 
tions to its statutory reference, legislative evolution 
and interpretation and construction. 

The Act thus presented in detailed, analytical form, 
will aid one in gaining a crystallized working knowledge 
of its various provisions and the classification of its 
mandates; and aside from its educational value, will 
prove of great practical utility for authoritative ref- 
erence purposes. 

The detailed Alphabetical Index appended to this 
Unit, containing over two thousand topical references, 
with the elaborate plan of cross-indexing employed, 
makes instantly available any and all provisions of 
the Interstate Commerce Act, as that statute has been 
amended and supplemented to date. 


Complete Transportation Law Library 


The complete 40 Volume-Unit Library, Federal Regu- 
lation of Commerce (cited F. R. C. in briefs and for 
other reference purposes), contains a comprehensive 
statement of the law, both substantive and remedial, 
on every proposition pertaining to the regulation of 
commerce by Congress under the commercial clause of 
the Constitution, with full citation of authorities, in- 
cluding procedure in Interstate Commerce Commission 
cases, with forms of pleading and practice. 

The controlling decisions of the Supreme Court of 
the United States interpreting and construing the 
Interstate Commerce Act and related statutes are 
carefully analyzed and digested under a Numerical 
Key System which is connected with a continuous manu- 
script file in the Institute’s editorial department 
whereby the current law and latest decisions are 


T HIS valuable work, just released by the Transpor- 


accessible. l 


Consultation Service 


The subscribers of Federal Regulation of Commerce 
are accorded a service that is afforded by few, if any, 
publishers of legal works, i. e., the privilege of con- 
ferring with the Institute’s staff of commerce attorneys 
and traffic and transportation experts relative to prob- 
lems arising in activities within the scope of the work. 


Optional Home-Study Course 


For the benefit of those who want to qualify as 
Interstate Commerce Commission practitioners, an 
auxiliary home-study training program is available 
without extra charge. This consists of Reading Guides, 
Transportation Law Problems, Grading and Tutorage 
Service, Standard Solutions, and Diploma conferring 
the degree of Bachelor of Transportation Law 
(B. T. L.). All necessary helps are provided for those 
who desire to pursue the subject academically, so that 
no previous traffic or legal experience is necessary. 


Send for Your Copy Today 


The complimentary distribution of the Volume de- 
scribed above is confined to men of serious purpose. It 
is not for boys or mere curiosity seekers but for those 
who appreciate the important part a knowledge of In- 
terstate Commerce Law plays in traffic and transporta- 
tion activities today. Use the coupon below or address 
a request on your letterhead to the Transportation Law 
Institute (affiliated with Blackstone Institute), Dept. 
T43, 307 North Michigan Ave., Chicago, Illinois. 


TRANSPORTATION LAW INSTITUTE 
(Directed by the Staff of Blackstone Institute, Dept. T43) 
307 North Michigan Ave., Chicago, Ill. 


Please send me without cost or obligation a copy of your 
Volume-Unit 17 containing the Analytical Interstate Commerce 
Act; also information concerning your transportation law refer- 
ence series, Federal Regulation df Commerce, and its auxiliary 
features. 
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on Boulder Dam and resources of the state. W. LeRoy Ham- 
ilton, president of the club, announced that an “industrial 
night” would be held in the near future, and a plan for discus- 
sions at future meetings. 





The Rev. B. X. O’Reilly was the speaker at a “Ladies’ Day” 
luncheon of the Traffic Club of St. Louis on St. Patrick’s Day, 
March 17, at the Hotel Jefferson. A meeting will be held at 
the Broadview Hotel, East St. Louis, in honor of the “east side 
members” March 24. Harry Kramer, of the First National 
Bank of East St. Louis, will speak on “Then and Now.” 





Entertainment at a meeting of the Oklahoma City Traffic 
Club at the Skirvin Hotel March 17 was arranged by A. R. 
Brown. 





An “Erin Go Bragh” meeting was held by the Traffic Club 
of Kansas City at the Hotel Baltimore March 17. The Rev. 
J. N. V. McKay, pastor of St. Peter’s Church, was the speaker. 
Entertainment was furnished by “two Irish nightingales of the 
passenger department of the Santa Fe,” Roy N. Hanks and 
J. P. Freilinger. The annual spring “smoker” was held at the 
City Club March 21. Food and entertainment were provided. 





At a luncheon meeting of the Houston Traffic Club March 
18, Mayor Walter E. Monteith, of Houston, and Colonel B. C. 
Allin, port director, spoke in support of bond issues to be pre- 
sented at a city election. There was a program of en- 
tertainment. 





The Industrial Traffic Club of San Francisco will hold its 
regular meeting at the San Francisco Commercial Club March 
25. A number of subjects of current interest are on the docket 
for discussion, 


TRANS-MO.-KANSAS BOARD 


The general business outlook in Missouri, Kansas, Okla- 
homa, Arkansas and Illinois for April, May and June is viewed 
as satisfactory by most lines of industry, according to reports 
presented at the twenty-seventh regular meeting of the Trans- 
Missouri-Kansas Shippers’ Board at Jefferson City, Mo., March 
19. Estimated total carloadings of twenty-nine principal lines 
of industry reflect a slight decrease in traffic, compared with the 
second quarter of 1929. These lines, in the second quarter of 
1929, loaded a total of 450,875 cars. Reports from the same lines 
estimate a total of 441,132 cars will be loaded this next quarter, 
a decrease of 2.2 per cent. The following reported an increase in 
traffic: 

Agricultural implements, 5 per cent; cement, 9.8 per cent; 
coke, 3.1 per cent; eggs, 7.6 per cent; poultry, 0.6 per cent; fresh 
fruits, 29.1 per cent; fresh vegetables, 18.1 per cent; hay, straw 
and alfalfa, 13 per cent; castings, machinery, etc., 2.6 per cent; 
petroleum and products, 2 per cent; salt, 1.9 per cent; sand, 
stone and gravel, 5 per cent. 

The following expect decreases in movement: Automobiles, 
4.7 per cent; clay products, 11.8 per cent; coal, 5 per cent; 
dairy products, 2.7 per cent; grain, 6.8 per cent; grain products, 
2 per cent; iron, steel, etc., 10 per cent; lime plaster and gyp- 
sum, 3.3 per cent; live stock, 4.3 per cent; lumber, 15 per cent; 
forest products, 15 per cent; ore, 32.3 per cent; other metals, 
pig, bar, sheet, 45.2 per cent; packing-house products, 4.7 per 
cent; potatoes, 10 per cent; sugar, syrup and molasses, 21.6 
per cent. 

Producers of cement and road materials expect a substantial 
increase, due to the expansion of road programs in each of the 
states served by the board. Serious consideration was given 
by the grain and grain products industries and the carriers 
concerning the outlook for the next quarter because of the 
large carry-over of last year’s crop and the lack of export de- 
mand. All grain storage at both country and primary markets 
is comfortably filled, if not actually taxed, it was said. The 
visible supply of wheat as of March 1 was 157,444,000 bushels, 
compared with 38,925,000 bushels four years ago. Stocks of 
grain in public elevators in this section are the highest on 
record for this season. Acreage in Oklahoma, Kansas, and 
Texas totals 19,940,000, compared with 19,299,999 acres last year 
and 19,670,000 in 1927. Latest reports indicate prospects of one 
of the most satisfactory crops throughout the winter wheat belt. 
Wide fluctuations in price of wheat have made millers extremely 
cautious, and feed markets are unsettled. Domestic bookings 
are under that of a year ago, while export bookings show some 
increase over the past several years, according to the reports. 

The finance and credit division reported the general situa- 
tion as complicated. Due to market developments of recent 
weeks, the southwest has experienced a reduction in its pur- 
chasing power and its potential financial resources. A reversal 
in the course of commodity markets would impart a better tone 
to the credit business of the southwest. 
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Henry S. Caulfield, governor of Missouri, addressed tp, 
convention on improved rail conditions, and pointed out the 
benefits derived by industry through such improvements, Miss 
Amelia Earhart assistant general traffic manager, Transconti. 
nental Air Transport, New York City, spoke on aviation. 

L. M. Betts, manager, car service division, American Railway 
Association, Washington, D. C., reported on the condition of 
the carriers over the country and as to the business outloo, 
as viewed by the railroads. He said that the carriers were 
in the best physical condition in their history and were prepared 
to take care of all requirements of the shipping public in the 
next quarter. 

E. W. Coughlin, district manager, car service division, Amer. 
ican Railway Association, St. Louis, reported as to the physical 
condition of the railroads serving the territory. Considerable 
stress was laid on the importance of the shippers utilizing the 
carrying capacity of cars. 

The meeting was presided over by Walter R. Scott, traffic 


commissioner, Board of Trade, Kansas City, Mo., in the absence 


of General Chairman Clyde M. Reed, governor of Kansas. There 
was an attendance of over 500. 

The business session was followed by a banquet at the 
Missouri Hotel. 
dent, Universal Aviation Corporation, St. Louis, gave an address 
on “Aviation Transport Development.” Charles D. Morris, 
assistant to chairman, Western Railways’ Committee on Public 
Relations, Chicago, talked on the “Value of Cooperation Between 
the Railroads and Shipping Public.” 
to executive vice-president, Chicago, Burlington & Quincy, Chi. 
cago, was toastmaster. 
Pacific Lines. 


RAIL FUEL EFFICIENCY 


“A new low record in fuel conservation by locomotives ; 


was established by the railroads of this country in 1929, 


according to complete reports for the year just compiled by % 


the carriers,” says the American Railway Association. 


“An average of 125 pounds of fuel was required in 1929 : 
to haul one thousand tons of freight and equipment, including © 
The average © 
for 1929 was the lowest ever attained by the railroads since 7 
the compilation of these reports began in 1918, being a reduc- © 
tion of two pounds under the best previous record established 


locomotive and tender, a distance of one mile. 


in 1928. 


“A new low record in the conservation of fuel used in | 
passenger service was also established by the railroads of © 
this country in 1929, an average of 14.8 pounds having been © 
required to haul each passenger train car one mile, compared 7 


with 15 pounds in 1928. 


“The railroads during the past year spent $325,688,010 ; 
for fuel for both road and yard switching service compared 7 


with $342,617,561 in 1928. 


“The railroads in 1929 used 112,899,924 tons of coal for | 


both road and yard switching service. In 1928, the amount 
was $111,672,325 tons. 


“The railroads also consumed in road and yard switching 


service in 1929 a total of 2,568,197,863 gallons of fuel oil com- | 


pared with 2,441,530,432 gallons in 1928. 


“The railroads have reported a steady improvement in 


conservation of fuel each year since 1920, due partly to con 
struction of improved locomotives designed to furnis increased 


tractive power with reduced fuel consumption, and also to im- § 
proved methods of operation and the elimination of many delays 


due to the better physical condition of equipment.” 


B. & M. IMPROVEMENTS 


The Secretary of War has approved the request of the 
Boston & Maine Railroad for permission to modify the estab- 
lished combined pierhead and bulkhead lines on the right bank 
of the Charles River at Boston, Massachusetts, from Charles 
River Dam to Warren Bridge. Under the plans of the railroad 
the modification will move the harbor line northerly to withix 
a minimum distance of 375 feet of the present harbor line 02 
the left bank of the Charles River. 

This modification will afford an opportunity for a complete 
development and rearrangement and reconstruction of yards 
and tracks, removing and replacing the mass, trestle work al 
antiquated draw bridges with modern structures of greater 
strength and longer spans on the right bank of the river, thereby 
expediting navigation. It will permit the railroad to improve 
this bank of the river in a manner similar to the improvemeny 
and development which are now being made for the left ban 
of the river. ‘ 

At a public hearing held by the Boston Harbor Line Boar’ 
no objections were offered to the proposed modifications on bo 
sides of the river and the board is of the opinion that the PY 
posed changes of the harbor lines will be a benefit to navigatio 
in that they will improve the waterway. 








Col. Halsey Dunwoody, executive vice-pregj. | 


Warren E. Fuller, assistant | 
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Carload freight to and from 
all United States and Canada 
—electrically hauled— 
9 carload interchange 
connections 


8 } 


Ge 
9 
CHICAGQ 
Ziff 
i 
LAKE MICHIGAN 





Electric operation on the C. A. & E. 
makes possible fast overnight han- 
dling of carload freight to and from 
points onits lines. Shipments received 
one day aredelivered—withoutexcep- 
tion — the next day to destinations 
on the line or to connecting lines. 


Carload interchange connections 
with the following railroads :— 


Baltimore & Ohio Chicago Terminal. Chicago 
(Central Ave.) 
Chicago Great Western... 


Minneapolis, St. Paul & Sault 
Ste. Marie. 


Indiana Hartor Belt 
Dilinois Central. .........=..—.. Bigin Jct. 
Elgin, Joliet & Eastern _.Wayne & Electric Jct. 
Chicago, Burlington & Quincy.Glenwood Park 
Chicago, Milwaukee, St. Paul & «oT 
enwic 





Chicago 
(Central Ave.) 











For industries A dependable service—fast, regular, 
of any size and unusually flexible. 


anoint 
tions in our CHICAGO 
URORA AND E_LGIN 


territory. 


Ns 
RAILROAD 





W. C. Ritter, Traffic Manager 
E. B. Dwyer, Gen. Pass. & Frt. Agt. 


79 W. Monroe St., Chicago Phone Randolph 0394 








Personal Notes 





Bo9 Oo Bo$$ O--Oo9 Oo Oo Bee 
E. H. Dallas has been appointed general agent, freight ang 
passenger departments, A. T. & S. F., at St. Louis, succeeding 
J. C. Sartelle, who died. 
President Day of the National Industrial Traffic League has 





appointed F. M. Renshaw, traffic commissioner of the Buffalo | 


Chamber of Commerce, chairman of the committee on diversion 
and reconsignment, succeeding H. D. Rhodehouse, resigned, 

Roger D. Lapham, president of the American-Hawaiian 
Steamship Company, announces that John E. Cushing, vice. 
president, in charge of traffic, and Loring R. Hoover, president 
of the Loring R. Hoover Company, New York investment bank. 
ers, were elected to the board of directors at the annual stock. 
holders’ meeting March 5. 

C. M. Smith has been appointed traffic manager, F. & W. 
Grand Silver Stores, Inc., New York. He was formerly assist- 
ant secretary of the U. S. Intercoastal Conference, New York, 
which position he held for seven years. 

China has appointed Floyd N. Shumaker, a former Amer. 
ican naval captain, as its air advisor, and has instituted a 
two-year aeronautical development program for which a sum 
of several million dollars has been appropriated. A former 
aeronautical advisor to the Chinese government, Carl H. Dolan, 
is now assistant operations manager for Eastern Air Transport, 
Inc., operators for the government of the New York-Atlanta- 
Miami airmail route, with headquarters in Atlanta. 

George G. Roddy, formerly assistant general freight agent 
of the American-Hawaiian Steamship Company, has been elected 
a vice-president of the Atlantic Lighterage Corporation, with 
headquarters in New York. 

R. H. McAdams has been elected chairman and Thomas H. 
Tatum vice-chairman of the South Carolina commission for 1930. 

J. W. Cloud has been appointed dairy agent, Erie, at St. 
Louis. H. W. Boumann has been appointed dairy agent at 
Milwaukee, Wis. 

H. C. Sheppeard has been appointed commercial agent, 
Louisiana & Arkansas Railway and Mississippi Central, at 
Houston, Tex., succeeding S. E. Davis, resigned. Roy Watten- 


barger has been appointed commercial agent, Louisiana & Ar § 


kansas, at Tulsa, succeeding C. M. McKay, resigned. 


J. A. Gorman has been appointed general freight agent, © 


Illinois Terminal Railroad, in charge of rates, tariffs and divi- 
sions, at St. Louis, succeeding W. H. Blair, resigned, to accept 


service with another company. The position of chief of tariff 7 


bureau, formerly held by Mr. Gorham, has been abolished. 


H. H. Riddle has been appointed commercial agent, Kansas ; 


City Southern and Texarkana and Fort Smith, at Houston, 
Tex., succeeding F. L. Colvin, resigned. J. P. Pressly has been 


appointed traveling freight agent at Houston. C. H. Hanson | 
has been appointed traveling freight agent, and G. J. Peffers, | 


city freight agent, at Chicago. 


The following appointments have been made on the Mis- | 


sissippi Central and the Louisiana & Arkansas (Natchez Route) 
at Atlanta: W. W. Akers, Jr., general agent; J. E. Moss, com: 
mercial agent, and M. D. Foster, traveling freight agent. M. J. 
Duffy has been appointed traveling freight agent at Louisville. 
C. H. Smith has been appointed assistant to traffic: manager, 
Mississippi Central, with headquarters at Atlanta. 

Lewis E. Gettle, chairman of the Railroad Commission of 
Wisconsin, and formerly president of the National Association 
of Railroad and Utilities Commissioners, died March 18. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 1-7, inclusive, was 453,838, as compared with 440,275 cars 
in the preceding period, according to the car service division of 
the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 

Box, 169,298; ventilated box, 588; auto and furniture, 32,478; total 
box, 202,364; flat, 11,440; gondola, 105,136; hopper, 93,896; total coal, 
199,032; coke, 483; S. D. stock, 22,668; D. D. stock, 3,028; refrigerator, 
13,007; tank, 663; miscellaneous, 1,153. > 

Canadian roads reported a surplus of 31,500 box, 750 auto 


and furniture, 800 flat, 1,300 S. D. stock, and 300 refrigerato! 


cars. 


THE ALASKAN 

E. E. Nelson, passenger traffic manager of the Norther 
Pacific, announces that the name “Alaskan” will be sive? 
transcontinental trains Nos. 3 and 4 between Seattle and Chl 
cago. Heretofore, these trains have been called the “Comet, 
which name will hereafter be used for the Yellowstone Natio 
Park train, operated by the Northern Pacific between Chicas? 
and Yellowstone Park in the park season. 
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No. 22559, Sub No. 2. 


. 22917. Sub. No. 1. 


. 22917. Sub. No. 2. Same vs. N. 


No. 


No. 


No. 


No. 


ore 


Digest of New Complaints 


Acme Brick Co., Fort Worth, Tex., vs. Santa 
Asks 


Fe et al. 

Unreasonable rate, brick, Tulsa, Okla., to Plainview, Tex. 
reparation. 

Phoenix Utility Co., New York City vs. Read- 
ing et al. 

Unreasonable rates, iron and steel articles, Allentown, Pa., to 
points on Tennessee & North Carolina Ry. Asks cease and desist 
order, rates for future and reparation. 

& W. et al. 
Same complaint and prayer with respect to shipments from 
Roanoke, Va. 


. 22917. Sub. No. 3. Same vs. Pennsylvania et al. 

Same complaint and prayer with respect to shipments from 
Leetsdale, Pa. 

. 22917. Sub. No. 4. Same vs. P. C. & Y. et al. 

Rates in violation of sections 1 and 6 of act, iron and steel 
articles, Neville Island, Pa., to points on Tennessee & North 
Carolina Ry. Asks rates for future and reparation. 

23035. Sub. No. 1. American Sumatra Tobacco Corporation, At- 


lanta, Ga., vs. L. & N. et al. 

Unreasonable rates, charges and minimum weights, 
New Orleans, La., to Quincy and other Florida points. 
lief for future and reparation. 


23100, Sub. No. 1. Standard Oil Co. of California, San Francisco, 
Calif., vs. Oregon-Washington R. R. & Nav. Co. et al. 

Rates in violation first three sections of act, petroleum and 
etroleum products, Willbridge within corporate limits of Port- 
and, Ore., to points in Oregon, Idaho, Wyoming and Montana, 
us compared with rates from Portland, Ore. Asks rates not ex- 
ceeding those in effect from Portland, Ore., and reparation. 


—— Sub. No. 2. Shell Oil Co., San Francisco, Calif., vs. Same 
et al. 

Same complaint and prayer. 

23172, Sub. No. 1. Binghamton Hardwood Lumber Co., 
hamton, N. Y., vs. B. & M. et al. 

Rates and charges in violation of sections 1 and 3 of act, lumber, 
Delhi, N. Y., to Brattleboro, Vt., Haver Hill, Mass., and Plaistow, 


manure, 
Asks re- 


Bing- 


N. H. Shippers at New Berlin Jct., N. Y., and other nearby 
points preferred. Asks rates for future and reparation. 
23189. Sub. No. 1. Penrod, Jurden & Clark Co. et al., Kansas 


Chiy, Mo., va. C..C..@& 0. ot al. ' 
Rates in violation of sections 1 and 13 of act, logs, points in 

Kentucky, Tennessee, Georgia, Virginia and Alabama to St. 

Bernard, O., within switching limits of Cincinnati. Kentucky intra- 

state traffic preferred. Ask reparation. 

. 23200. Arling Funch Lumber Co., Cincinnati, O., vs. C. & O. et al. 
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Charges in violation sections 1 and 6 of act, lumber 
Tenn., to Cincinnati, O., reconsigned to Kentucky pointe ay. 
reparation. » Asks 


. 23201. Guggenhime & Co., San Francisco, Calif., vs. \ P 
Empire Traction Co. et al. Modesto « 
Unreasonable rates and charges, raisins, Modesto, 
Omaha, Neb., diverted to Chicago, Ill. Asks reparation, 
_— — Rosenblum & Klein Co., Youngstown, 0., 

S. et al. 

Rates and charges in violation sections 1, 2, 3 and 4 of act 
potatoes, points in North Carolina to Youngstown and Warren 0. 
as compared with rates to points west of Youngstown in Ohio anj 
Michigan. Asks rates for future and reparation. 

. 23203. The Prairie Oil & Gas Co., Independence, Kan., ys, ¢ p 
I. & P. et al. a 

Rates and charges in violation sections 1 and 2 of act, lumber 
between points in Arkansas, Louisiana, Oklahoma and Texas. 
Asks reparation. wis 


. 23204. Peters Cartridge Co. et al., Cincinnati, O., vs. B. & O, et q) 

Rates and charges in violation sections 1 and 6 of act, felt 
Newark, N. J., and Peabody, Mass., to Kings Mills, O., and Eas 
Alton, lll. Ask rates for future and reparation. ; 


. 23205. Nebraska State Railway Commission, Lincoln, Neb,, ys 
Santa Fe et al. Abies 
Rates in violation sections 1 and 3 of the act and Hoch-Smith 
resolution, potatoes, central and western Nebraska points to des- 
tinations in Oklahoma, Texas, Arkansas, Louisiana and Mississippj 
as compared with rates from Colorado points. . 
future. 
. 23206. Chandler-Davis Co., Lakeland, Fla., vs. A. C. L. et al. 
Unreasonable rates, oranges, Clermont, Fla., to Waycross, Ga, 
eere to Elmira, N. Y. Asks reparation. ; 
2307. 
Northwestern et al. 


Calif, to 


vs. N. 


No. 


Rates and changes in violation sections 1 and 3 of act, wrought 


iron pipe, Orange, Tex., to Charenton, La. Asks reparation, 
“ee Sunderland Brothers Co., Omaha, Neb., vs. C. R. I. & P, 
et al. 


No. 


Charges in violation sections 1, 4 and 6 of act, rough quarried) 
marble or stone blocks, to Omaha, Neb., from Long Island, N, Y.} 


Asks reparation. 
No. 
et al. 

Unreasonable rates and charges, fresh fruits, 
fornia to Salt Lake City. Asks reparation. 
. 23209. Sub. No. 1. Same vs. Bamberger Electric et al. 


Asks reparation. 


Santa Fe et al. 
Unreasonable rates and charges, 
Salt Lake City. Asks reparation. 
. 23210. C. M. Kelley, Lake City, S. 
Unreasonable rates, green peas, 
Mass. Asks reparation. 


grapes, California points to 


cC.. ve. A. ©. ds of al. 
Lake City, S. C., to Boston, 





Fast Freight Service: Mexico 





Through the Ports of Tampico 
and Veracruz and the National 


Railways of Mexico 


From Veracruz to: 


Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Tampico to: 


47 hours 
47 hours 


Mexico City - - 
Pachuca: - 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22. states, or approximately 76% of the 


total territory of the Republic. 


Weekly Services: 
New Orleans (Cuyamel LineAmerican 
Fruit & Steamship Corporation.) 


New York (Ward Line) 


F. P. De Hoyos, Gen. Agent 
1515 Penn 
New York City St. 


Puente, 


"441 Monadnock Bid 
San Francisco, Calif. 


el 


Through bills of lading issued by 
steamship lines to all destinations F.N. 
on the National Railways of Mexico 


For complete information, communicate with 


G. B. Aleman, Gen. Agent F. Alatorre, Com. Agent 
2195 Ry. Exch. Bldg. 815 Pacific Electric Bidg 
uis, Mo. Los Angeles, Calif. 


A. Horcasitas, Com. be F. C. Lona, Com. Agt. 
414 Whitney Bank Bldg. 1249 Marquette Building 
New Orleans, La. Chicago, IIl. 


Building 


Gen 









































Asks rates for§ 


Border Research Corporation, Houston, Tex., vs. Orange ee 


23209. Hancock Fruit Co., Salt Lake City, Utah, vs. Santa Fe® 


points in Cali-} 


Unreasonable rates, bananas, San Francisco to Salt Lake City. § 


. 23209. Sub. No. 2. California Fruit Co., Salt Lake City, Utah, vs. 
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‘OPPORTUNITIES 


In Traffic Management’”’ 


| 


“Opportunities in Traffic 
Management,” a 64-page 
book, FREE, should be read 
by every man seeking ad- 
vancement in traffic work. 


Jarried 4 
N. Y.8 


nta Fe@ 


| Cali- @ 


e City.§ 
ah, vs : 


‘ositions in the field of Traffic Manage- 


nts tom 


3oston, 


This book points the way to the higher 




















Fnent. It tells how men once on small 
alaries have demonstrated their ability 
¥ make savings for the companies they 
Gvork for and thus rise to more respon- 
Fible positions. The field of Traffic Man- 
wement offers real opportunity only to 
the man who knows. Spare time study 
id the will to succeed have pushed 
Bxores of traffic employees up the ladder 
if financial success. Many LaSalle- 
tained traffic managers—both in the 
allroad and industrial field—now com- 
mand salaries of $5,000, $7,500 a year 
ind better. Investigate! Send for this 
ee book today. Find out how you can 
jualify for these higher positions through 
laSalle home-study training and guid- 
ince. Write now for your free copy of 
‘Opportunities in Traffic Management.” 
Address— 









laSalle Extension University 
Dept. 395-TA Chicago, III. 


RURAL 
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“SATISFIED? — 


Yes Sir, and why not? Just had a 
great meal—real food cooked right. 
Now, I’m sunk into a chair that’s so 
comfortable I wish I could take it 
home with me. Plenty of late maga- 
zines handy if I wanted to read. Just 
content to sit here.” 

























» » » 





Union Pacific is proud of its luxurious 
trains—of its dining car meals that 
appeal. And what’s more we’re mighty 
glad that we can assure you a good 
night’s sleep. 


You will find dependable, fast service 
via Union Pacific between Chicago, 
Omaha, St. Louis, Kansas City, 
Minneapolis, St. Paul and Denver, 
Salt Lake City, Ogden, the Pacific 
Northwest and California. Convenient 
hours of departure and arrival meet 
the needs of executives. 





A handy United States folder map 
sent free to Executives, upon request. 










C. J. COLLINS 
General Passenger Agent 
Union Pacific System 
Omaha, Nebr. 


THE OVERLAND ROUTE 


UNION PACIFIC 
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>| Ship by Water 
WILLIAMS LINE 


BALTIMORE »&» NORFOLK 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 




















SAILING FROM 
BALTIMORE 
Mar. 






NORFOLK 
Mar. 






29 







Apr. 7 Apr. 9 
Apr. 18 Apr. 20 
Apr. 29 ay 1 





May 10 May 12 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CORPORATION 
8 Bridge Street, New York, Whitehall 10398-9 
BALTIMORE, MD. NORFOLK, VA. 


39 South St. Law Bldg. 
Phone: PLAZA 7377 Phone: NORFOLK 21265 









Telephones: 


PITTSBURGH, PA. 
Oliver Bldg. 
Phone: ATLANTIC 1432 


CINCINNATI, OHIO 
Dixie Terminal Bldg. 
Phone: Main 1181 


And at our Branch Offices at ports of call, etc. 











Profits in the 
Shipping Room! 


Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 


Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 


Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We alse manufacture reund wire tensienal reinfercements, wire 
tying machines, all forms ef nailed strapping, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog 
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No. 


No. 


No. 


. 23210, Sub. No. 3. 


. 23210, Sub. No. 5. 


- 23210. Sub. No. 1. 


- 23211. 


- 23217. 


. 23221. 


Vol. XLV, No, » 





23210. Sub. No. 2. J. H. Schneider & Co. et al., N 
N. ¥., vs. S.A. L. et al. Cw York, 
Unreasonable rates and refrigeration charges, vegetables South 
Carolina points to New York, N. Y., Washington, D. C. ’ Cley 
land, O., and Montreal. iQue. Ask reparation. ; > 
olly Hill Truckers Association, Holly py; 
S. &, va. A. C. b: Ot al. a Hill, 


Unreasonable charges, vegetables, Holly Hill, S. C., to Washing. 


ton, D. C. Asks reparation. 
5 _— Sub. No. 4. Stevens Bros., Baltimore, Md., vs. §. A. a 
et al. 


we complaint and prayer, cucumbers, Olar, S. C., to Baltimore 
Edward Widmayer, trading as Robt. L. Ander. 
son Co., Washington, D. C., vs. A. C. L. et al. 

Same complaint and prayer, green beans, Lake City, S. ¢ t 
Washington, D. C és 


0 


. 23210, Sub. No. 6. "Edward Widmayer, trading as Robt. L. Ander. 


son Co., Washington, D. C., vs. A. C. L. et al. 

Same complaint and prayer, green beans, Lake City, S. ©. to 
Washington, D. C. g 
W. C. Heitmuller Co., Washington, D. C., ys 
Southern. 5 : 

Unreasonable rates, beans and squash, Charleston, S. C., to 
Washington, D. C. Asks reparation. 3 

Fred Turner, Bladen, Neb., vs. C. B. & Q. et al. 

Unreasonable ratings, ‘‘glass cloth,’ Bladen, Neb., to Chicago 
and East St. Louis, Ill., New York, N. Y., Jacksonville, Fla., and 
other points. Asks ratings for future. 

23212. Case Commission Co., Jackson, Miss., vs. A. G. S. et al 

Transit charges, cottonseed cake, at Jackson, Miss., in viola- 
tion first four sections of act. Cairo, Ill., preferred. Asks charges 
for future and reparation. 
or" Ralston Purina Co., Inc., St. Louis, Mo., vs. A. B. & © 
et al. 

Unreasonable rates, oyster shells, carload, Nashville, Tenn., to 
points in Alabama, Georgia, Florida, Kentucky, the Carolinas 
oe and Virginia. Asks reparation and waiver of under. 
charges. 


. 23214. Power City Produce Co. et al., Hazleton, Pa., vs. A. ¢ 


L. et al. 

Rates in violation of sections 1, 3 and 4, of act, strawberries, 
Rose Hill, and other N. C. points to Hazleton, Pa., as compared 
with rates to points in vicinity of Hazleton. Ask rates for future 
and reparation. 


. 23215. Armour and Co. et al., Chicago, Ill., vs. Santa Fe et al, 


Rates in violation, section 6, of act, green salted hides, Kansas 
City, Mo.-Kans., St. Joseph, Mo., Sioux City, Ia., and E. St. Louis, 
Ill., to Ludlow, Ridgeway, Wilcox, Johnsonburg and _ Instanter, 
Pa. Ask cease and desist order and reparation. 


. 23216. Mobile (Ala.) Chamber of Commerce vs. G. M. & N. et al. 


Assails as preferential of Pensacola, Fla., and prejudicial against 
Mobile, Ala., wharfage, dockage, switching, charges, on lumber, 
logs and similar forest products, assessed by the L. & N. or the 
Frisco at Pensacola, Fla. Asks cease and desist order and just 
and nondiscriminatory charges at Pensacola. 


Arkansas Natural Gas Corporation, Shreveport, La., vs. L. 
& N. W. et al. ; 

Unreasonable rates, tank material, iron pipe, etc., Hainesville, 
Homer and Gilliam, La., to Smackover, Ark. Asks reparation. 


_— Wm. E. Asplin Basket Co., Cleveland, O., vs. Pennsylvania 
et al. 

Rates and charges in violation first three sections of act, wood 
veneer vegetable baskets, Chardon, Cleveland and Hartville, 0, 
to Boston, Mass., Detroit, Mich., Chicago, Ill., and other points 
in official classification territory as compared with rates on wood 
veneer berry and vegetable till baskets, wooden crates, slack bar- 
rels, cheese boxes, cracker boxes, tight barrels, wooden drums or 


pails. Asks rates for future and reparation. 
. ~— The Wood Conversion Co., Cloquet, Minn., vs. A. & W. 
et al. 


Rates in violation sections 1, 2, 3, 4 and 6 of act, wood-pulp, dry, 
Cloquet, Minn., to points in western trunk line and official classi- 
fication territories, as compared with rates from competing points 
in Wisconsin, Minnesota, Michigan, Oregon and Washington. As- 
sails application of rates applicable to insulating material. Asks 
rates for future, classification of ‘‘wood-pulp, not powdered, 
N. O. I. B. N.”’ and reparation. 

The Crown Overall Mfg. Co. et al., 
Mobile & Ohio et al. ; 

Rates in violation sections 1, 3 and 4 of act, cotton fabrics 
in original piece, Stonewall, Miss., to Cincinnati, O., as compared 
with rates from Mobile, Ala., and Natchez, Fernwood, McComb 
and Magnolia, Miss. Ask rates for future and reparation. 


I. C. C. ACCEPTS LETTER 


The Trafic World Washington Bureau 
The Commission, in I. and S. 3250, sand, gravel, stone and 


Cincinnati, 0O., Vs. 


chert between, from, and to points in Mississippi Valley terri: 
tory, has established a precedent in respect to augumentative 
letters sent to it by members of Congress bearing on a specific 
case. 


It has decided to accept a letter addressed to Chairman 


McManamy by Senator McKellar, of Tennessee, as part of the 


record in the case mentioned. 


It has allowed all parties to the 


record in that case ten days from the date of service of the 


letter in which to answer 


McKellar. Each person answeriné 


the senator is to send a copy of the letter to the senator at the 


capitol. 


a jar from what he heard there. 
hear three members of the Commission solemnly 


who attended a hearing, said he received quite 
He said he was astounded (0 
aver that they 


McKellar, 


could not understand how municipalities got into the case al 
that they could not understand how any question of nation 


or 


public policy should be considered in fixing the rates in- 


volved. He named Commissioners Woodlock, Aitchison 4 
Meyer as giving voice to intimations to that effect. 


c 
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656 
electrified miles 


—sootless, cinderless | 
on the scenically supreme \|Psxe 
route of the new . 


OLYMPIAN 


CHICAGO — SPOKANE — SEATTLE — TACOMA 


>< 





What that means to travel enjoyment only 
Olympian travelers know. We might drop a 
hint... it’s great! 


Longest continuous electrified ride in the world 
—a thrill whether you’re on business or pleasure. 
Open observation cars in Summertime. 


By daylight over the spectacular heights of the 
Belts, Rockies, Bitter Roots and Cascades. 


Only Transcontinental Roller-Bearing Train 


GEO. B. HAYNES 
Passenger Traffic Manager 
Union Station, Chicago, IIl. 


te MILWAUKEE roap 


ELECTRIFIED OVER THE ROCKIES TO THE SEA 801-41 











What Some of Our Clients Have to Say 
About Our Service 


JUST A STEP IN THE FORE 


Other sources from which traffic advice emanates 
may falter at times—our “Watching” Service seldom 
does. Expedition is an important factor in correct 
business management. 


CHEVROLET MOTOR COMPANY 
General Motors Bldg. 
DETROIT, MICH. 
File 50-S, April 22, 1925. 

Steel Commodity Rates. 

Traffic Service Corporation, 

310 Mills Bldg. 

Washington, D. C. 

Gentlemen: I appreciate receiving from you, 
copy of the Commission’s mimeographed decision in 
Docket No. 15110, Jones-Laughlin Steel —- 
v. Baltimore & Ohio Railroad Company et al. 

We were greatly interested in the outcome of this 
case and as yet decision has not been furnished us 
by the Commission so that your action in mailing a 
copy to me is very pleasing and appreciated. 


Yours very truly, 
(Signed) C. R. SCHARFF, 
EFS:DS Traffic Director. 
SSE st oe cc 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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* * * * 


Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ and TAMPICO 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 


WARDOLINE 


New York and Cuba Mail S. S. Co. 









112 Wall St. 
New York City 


. 
H 738 > s 
y ry 
my 
PS | 


ernz'= c_— 
eran 















ALWAYS 
AT YOUR 
SERVICE 


Not only in taking admirable care of your 
shipments to and from the Orient, but also 
in placing at your disposal a thoroughly 
trained traffic department to cooperate with 
you in solving traffic problems. Any of our 
agents in 22 countries will gladly advise 
with you. 












In meeting and coping with modern compe- 
tition consider the advantage of shipping your 
cargo via American Mail Line. This regular, 
dependable service is available at no greater 
cost. No shipment too large—none too small 
to receive every consideration. “President Lin- 
ers” are always on time. There’s a sailing 
from Seattle over the short route every other 
Saturday at 11 a. m.; arrivals at Seattle every 

other Saturday at 8 a. m. 











Also express “Cargo Liners” with frequent sail- 
ings to serve you between Puget Sound and 
the Orient. - 


T. J. KEHOE, Gen. Eastern Agt.,32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R.W. Bruce, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ii. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


DENVER, COLORADO 


es 


FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and centrally 
located in the city of Rochester 
Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester&Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N.Y. 


‘LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage—Forwarding—Distribution—Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 
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Docket of the Commission 





NOTE—items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cance). 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 24—Columbus, Ga.—Examiner Wilbur: 
23061—Tom Huston Peanut Co. vs. I. C. R. R. et al. 


March 24—Denver, Colo.—Examiner Davis: 

Finance No. 8070—Application Denver & Rio Grande Western R, R. 
for aor esi to acquire control of D. & S. L. Ry. by purchase of 
capital stock. 

March 24—Washington, D. C.—Examiner Conway: 

Finance No. 3 26—In re Excess Income of La. & Pac. Ry., Sibley, 
Lake Bisteneau & Sou. Ry. and Woodworth & La. Cent. Ry, 
(further hearing). 


March 24—Argument at Washington, D. C.: 
21456—Independent Paper Stock Co. vs. C. & A. R. R. et al. 
21522 (and Sub. 1 to 4, incl.)—O. H. Fahrenkopf vs. C. & E. I. Ry, 


et al. 
21483—Roxana Petroleum Corp. vs. A. & E. R. R. et al. 


March 24—Chicago, Ill._—Examiner Kerwin: 
17640—Wrought Washer Manufacturing Co. vs. P. M. Ry. et al. 
(and cases grouped therewith) (further hearing on question of 
proof of payment and bearing of charges and to determine amount 
of reparation due complainants and interveners under the findings), 


March 24—Dallas, Tex.—Examiner Griffin: 
17923—Boyle American Potato Co. et al. vs. A. T. & S. F. Ry. et al, 
(further hearing, for purpose of receiving proof as to payment 
and bearing of charges on shipments which moved subsequent 
to the hearing and to determine the amount of reparation due 
complainant under the findings in the case). 


March 25—New York, N. Y.—Examiner Hansen: 
23050—Schorsch & Co. et al. vs. N. Y. N. H. & H. R. R. et al. 


March 25—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 457 of Lake Shore & Mich. Sou. Ry, 
and Mich. Cent. R. R. 

a a _ 1 to 6, incl.)—Virginia Lumber Corp. vs. A. C. I. 

. R. et al. 
21389—Atlantic Tie & Timber Co. et al. vs. S. A. L. Ry. 
21638—Lee Clay Products, Inc., vs. C. & O. Ry. et al. 
March 25—New Orleans, La.—Examiner Hill: 
- 2 > 3433—Routing via Mobile, Ala., in connection with Southern 
y. Sys. 
March 26—Washington, D. C.—Examiners Furniss and Smith: 

1. & S. 3407—Bagging, cotton baling ties and buckles to, from and 
between points in southern and southwestern territories (ad- 
journed hearing). 

March 26—Washington, D. C.—Examiner Kephart: 

Finance No. 3754—In re excess income of the Gulf Coast Lines 
(further hearing). 

March 26—Chicago, Ill—Examiner Cassidy: 

1. & S. 3427—Cocoanut oil from Pacific Coast to eastbound trans- 
continental destinations. : 

* 1. & S. 3427 (1st supplemental order)—Cocoanut oil from Pacific 
Coast to eastbound transcontinental destinations. 


March 26—New Orleans, La.—Examiner Hill: 
1. & S. 3428—Weighing and reweighing of cars at New Orleans, La. 


March 26—Saginaw, Mich.—Examiner Konigsberg: 
22984—-Baker Perkins Co. vs. Southern Pacific Co. et al. 


March 26—St. Louis, Mo.—Examiner Harraman: 
1. & S. 3404—Beverage containers, carload and less than carload, 
from, to and between points in southern territory. 


March 26—Cordele, Ga.—Examiner Wilbur: 
orgia Southern Fruit Bureau for account of W. L. Robuck 
& Sons, Inc., vs. A. B. & C. R. R. et al. 
Portions Fourth Section Application No. 972 et al. 

March 26—New York, N. Y.—Examiner Hansen: 

1. & S. 3416—Transfer of passengers through New York, N. Y., and 
Newark, N. J. 

March 26—Argument at Washington, D. C.: 
21411—Drackett Chemical Co. vs. A. & W. Ry. et al 
16406 (and Sub. 1)—King Powder Co. vs. B. & O. 
21332—Advance Bag & Paper Co. et al. vs. B. & 

March 26—St. Louis, Mo.—Examiner Kerwin: 
17640—Wrought Washer Manufacturing Co. vs. P. M. Ry. et al. 

(and cases grouped therewith) (further hearing on question of 
proof of payment and bearing of charges and to determine amount 
of reparation due complainants and interveners under the findings). 


March 26—Ft. Worth, Tex.—Examiner Griffin: 
Fourth Section Application No. 625, filed by F. A. Leland, agent. 
March 27—Ft. Worth, Tex.—Examiner Griffin: 
1. & S. 3412—Routing between A. T. & S. F. Ry. points in Okla. and 
various points in Texas. 
March 27—Washington, D. C.—Examiner Folsom: 
Finance No. 3652—In re Excess Income of Cambria & Indiana R. RB. 
(further hearing). 
March 27—Lansing, Mich.—Michigan Public Utilities Commission: 
Finance No. 7993—Application C. K. & S. Ry. for authority to acquire 
and operate a line of railroad extending from Richland Jct. to 
Hooper, Mich. 
March 27—Meridian, Miss.—Examiner Hill: 
Fourth Section Applications Nos. 542 et al. 
March 27—St. Louis, Mo.—Examiner Harraman: 
22943 (and Sub. 1 and 2)—Oehler Bldg. Material & Fuel Co. v8 
L. & N. R. R. et al. 
March 27—Argument at Washington, D. C.: 
21308 (and Sub. 1)—Southern Agricultural Chemical Corp. vs. Cent. 
of Ga. Ry. et al. 
21323—Dann-Gerow Co., Inc., et al. vs. A. C. L. R. R. et al. 
21602—Ohio Wood Products Co. et al. vs. A. & A. R. R. Corp. et al 


~ R. et al. 
O. R. R. et al. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


H. D. DRISCOLL EDWARD A. HAID PAYSOFF TINKOFF 


a Rd LAW 
Commerce Counsel Especial attention to rate and railroad| CERTIFIED PUBLIC. "ACCOUNTANT ILL.) 
and Attorney erally. —— 


matters gen 
PHILCADE BUILDING 1704-6 Boatmen’s Bank Bldg. 
TULSA, OKLAHOMA 


St. Louis, Mo. 
JOS. C. COLQUITT 


ATTORNEY AT LAW 


Freight Classification Matters 
Interstate Commerce and 
Departmental Practice 


810 Eighteenth St., WASHINGTON, D. C. 
















INTERSTATE COMMERCE CLAIMS 
—aND— 













A 
FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


THOMAS M. WOODWARD | You can reach Traffic World 


ATTORNEY AT LAW readers each week 


Formerly Attorney for the Director General 

of Railroads and Attorney and Examiner Through the use of an atvertion, 

for the Interstate Commerce Commission. ment in this space at the sm 
expense of about one-fortieth of 


Transportation Building, WASHINGTON, D.C. a cent per subscriber. 


Moultrie Hitt | Ben_B. Cain, 3:. | MANGHUM, MANGHUM & SHANDS 

HITT, MILLER, CAIN & MUNSON] transportation Building, Washington, D. ©. 

Attorneys at Law Pg me gga igh ny By 
Cemmissien and Virginia Cemmissien. 






























Frank A. Leffingwell Dick Dixon 


LEFFINGWELL & DIXON 
ATTORNEYS AT LAW 


SPECIALIZING IN RATE, CLASSIFICATION 
AND VALUATION CASES 


Nineteenth Fleer, Santa Fe Bldg., Dallas, Texas 


WARREN H. WAGNER 
ATTORNEY AT LAW 
Investment Building, Washington, D. C. 
Fermerly Assistant Chief Examiner 
Interstate Commerce Commission 


BRAINERD W. LA TOURETTE 
ATTORNEY AT LAW 


Specializing in practice before Interstate 
Commerce and State Commissions 


PRACTICE IN ALL COURTS 
PAUL BROWN BLDG. ST. LOUIS, MO. 

















~ ~~ hy Shippinw Beard. 


JOHN ANDREW RONAN 


LAWYER AND 
COMMERCE ATTORNEY 


11 South La Salle Street, Chicago, IIl. 
Telephone Randolph 0844 


GEORGE H. PARKER 
ATTORNEY AT LAW 
TRANSPORTATION ANALYST 
Union Trust Bldg. Washington, D. C. 


Formerly Assistant to Director General of s ye 
roads, and Comptroller United States R. R. Adm 











Union Trust Building WASHINGTON, D. C. 


J. K. MOORE 


ATTORNEY-AT-LAW 
502-8 Petroleum Building 
Oklahoma City, Okla. 
Specializing in Rate em, Other Transportation 



























THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Especial attention te matters befere one 
state Cemmeree and Federal 
siens, rates, price fixing and caiuatien. 
PRACTICE IN ALL COURTS 
Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. 








































DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS | BISHOP & BAHLER T. D. GEOGHEGAN 


TRAFFIC MANAGERS 


Cc 
Cc 





CONSULTING ENGINEER All Traffic and Transpertatien Matters COMMERCE SPECIALIST 
Cost and Statistical Analyses—Matters Relating | Interstate Commerce and State Commission Cases/ i o:torg Before State and Federal 
to Rates—Censelidatiens and Valuations E, ¥. merce -Atterney Commissions and Departments 
643 TRANSPORTATION BLDG. 1006 Fifth Street, Sacramen 


319 Feurteenth Street 369 Pine Street TRANSPORTATION BUILDING 
Oakland, Calif. San Francisce, Calif. 


WASHINGTON, D. C. WASHINGTON, D. C. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI BE stoves, visitors and Forvarders 


GEOGRAPHICALLY 
LOCATED TO RENDER of General Merchandise 
DISTRIBUTORS 175,000 Square Feet Floor Space 
DISTINCTIVE WAREHOUSE jy Seether R. R. Siding. 25c Ins. Rate 


AND FORWARDING 
SERVICE 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and ae * m.. in One Book! 


G. R. L R. Leonard. & Co. 


155 N. Clark 18 E. 26th St., New York 






TRUCKING 


EST. 1857 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL ST.—TEL. STATE 3694 
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21700—Daetseh & Woodward, Inc., vs. A. & A. R. R. et al. 
21783—Vulcan Corp. vs. A. & A. R. R. et al. 

Finance No. 5897—Deficit Status of Miss. & Western R. R. 
17792—Hope Fertilizer Co. vs. B. & O. R. R. et al. 


March 27—Spokane, Wash.—Examiner Witters: 
|. & S. 3400 (and Ist and 2d sup. orders)—Restricted transit arrange- 
ments on logs from Northwestern and Pacific Coast points to 
eastbound transcontinental destinations. 


March 27—Salt Lake City, Utah—Examiner Davis: 
Finance No. 8070—Application Denver & Rio Grande Western R. R. 
for authority to acquire control of D. & S. L. Ry. by purchase 
of capital stock (further hearing). 


March 28—Chicago, Ill—Examiner Cassidy: 
1. & S. 3431—Rules governing reconsignment and diversion of car- 
load freight. 
March 28—Spokane, Wash.—Examiner Witters: 
22325—Cheney Weeder Co. vs. C. B. & Q. R. R. 
hearing). 
March 28—Ft. Worth, Tex.—Examiner Griffin: 
1. & S. 3418—Routing between P. & S. F. Ry. points in Texas and 
points in Idaho, Mont., Ore., S. D., Utah and Wyo. 
1. & S. 3421—Routing between P. & S. F. Ry. points in Texas and 
points in Colorado, Nebraska, New Mexico and Wyoming. 


March 28—Birmingham, Ala.—Examiner Hill: 

23094—-Alabama Rock Asphalt, Inc., vs. A. & S. Ry. et al. 
March 28—Traverse City, Mich—Examiner Konigsberg: 

23089—Michigan Canners’ Assn. vs. B. & O. R. R. et al. 
March 28—Tallahassee, Fla.—Examiner Wilbur: 

22725—-State Road Repartment of Fla. vs. A. G. S. R. R. et al. 


et al. (further 



















We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery oo 


350-354 West Erie Street 
























PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most successfully accomplished to 
the 5,000,000 Pittsburgh District population through the Terminal system. Direct 
connections of all railroads into the group of buildings eliminates all trucking 
and hauling, except for city deliveries. Lowest obtainable insurance rates. Every 
modern facility for doing business. 

ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 


THE TERMINAL BUILDINGS 


Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittsburgh, Pennsylvania 


Jarke 


WAREHOUSES 


A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 
to Illineis points. 


ILLINOIS 
pecatin 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


Chieago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 
Storage 


Pooi Car 
Distribution 


2000 Carload 
Capacity 





SEND FOR THIS PRICE LIST and folder of samples of Traffic 
Department Forms. Straight and order bills of lading, tracers, claim 
forms, car record sheets, car order forms and many others. Speed 
up work, insure accuracy. Write for your free copy today. The 
Traffic Service Corporation, Merchandise Department, 418 South Mar- 
ket Street, Chicago. 





March 28—St. Louis, Mo.—Examiner Harraman: 
22957—-Edward Bowenkanmp et al. vs. B. & O. R. R. et al. 
March 28—Argument at Washington, D. C.: 

21510—F. W. Tunnell & Co. vs. Long Island R. R. et al. 

ee Perforated Wrapping Paper Co. vs. N. Y. GR R. 
et al. "= 

~~ ¥" ene Mills, Inc., Stottville, N. Y., vs. B. & LL. ERR 
et al. a 

Finance No. 7714—Application A. C. L. R. R. for authority to aban- 
don a line of railroad between. Yuste & Monticello, Fla. 

Finance No. 7872—Application Panhandle & Santa Fe. Ry. for ay- 
thority to construct lines_of railroad in Potter, Moore, Sherman 
Dallam, Hutchinson and Hansford counties, Tex. 5 

Finance No. 7873—Application Elkhart & Santa Fe Ry. for authority 
to construct a line of railroad in Cimarron county, Okla. and 
Union and Colfax counties, N. M. 

Finance No. 7874—Application Dodge City & Cimarron Valley Ry. 
for authority to construct a line of railroad in Baca and Bent 
counties, Colo. 

March 28—Chicago, Ill.—Examiner Cassidy: 
* 1. & S. 3431 (1st supplemental order)—Rules governing reconsign- 
ment and diversion of carload freight. 


March 29—Argument at Washington, D. C.: 
21655 (and Sub. 1)—Traffic Bureau, Aberdeen Chamber of Commerce 
et al. vs. C. M. St. P. & P. R. R. et al. ‘ 
22084—Albert Dickinson Co. vs. C. & N. W. Ry. et al. 
21695—Stonega Coke and Coal Co. et al. vs. N. & W. Ry. et al. 
March 29—Seattle, Wash.—Examiner Witters: 
22934—North Pacific Millers’ Association et al. vs. C. M. St. P. &P. 
R. R. et al. ; 
March 29—St. Louis, Mo.—Examiner Harraman: 
— Oil Co. (successor to E. Lane & Son) vs. A. T. & SF 
y. 
I. & S. 3426—Sulphuric acid from southwest to southwestern gate- 
ways and defined territories. 


March 29—Birmingham, Ala.—Examiner Hill: 
21767—Brilliant Coal Co.et al. vs. I. C. R. R. et al. 
March 31—Chicago, Ill._—Examiner Cassidy: 
22275 (and Sub. 1 to 3, incl.)—Procter & Gamble Co. et al. vs. A 
& S. R. R. et al. 


March 31—Brownsville, Tex.—Examiner Griffin: 
— Southwestern Cases and cases grouped there- 
with. 


March 31—Washington, D. C.—Examiner Curtis: 
23044—Blue Ridge Glass Corp. vs. A. & B. B. R. R. et al. 


March 31—Washington, D. C.—Examiner Fowler: 
Finance No. 3840—In re Excess Income of Mo. & Ill. Bridge & Belt 
R. R. (further hearing). 
March 31—Argument at Washington, D. C.: 
1. & S. 3290—Restriction in routing in connection with the Ga, & 
Fla. R. R. between Greenwood, S. C., and Augusta, Ga. 
1. & S. 3332—Restriction in routing in connection with Ga. & Fila. 
R. R. between Greenwood, S. C., and Augusta, Ga. 
March 31—Florence, Ala.—Examiner Hill: 
22853—King Co. vs. L. & N. R. R. et al. 


March 31—Kalamazoo, Mich.—Examiner Konigsberg: 
23069—Paper Makers Chemical Corp. et al. vs. A. & R. R. R. et al. 


March 31—Kansas City, Mo.—Examiner Harraman: 
22946—Kansas Flour Mills Corp. vs. A. & S. Ry. et al. 


March 31—Orlando, Fla.—Examiner Wilbur: 
22989—Southern Fruit Distributors, Inc., et al. vs. A. G. S. R. R. et al. 


April 1—Argument at Washington, D. C.: 
21688—Matt Schnaible Coal Co. et al. vs. C. & E. I. R. R. et al. 
21718—Hill Motor Car Co. vs. Mich. Cent. R. R. et al. 
21865—South Dakota Penitentiary vs. C. & N. W. Ry. et al. 
21885—Milroy Milling Co., Inc., vs. C. C. C. & St. L. Ry. et al. 


April 1—Kansas City, Mo.—Examiner Harraman: 


Fourth Section Application 402, filed by C. R. I. & P. Ry. and | 
. = y. 


L&E. P.R 


April 1—Astoria, Ore.—Examiner Witters: 

Finance No. 7859—Application of Oregon-Washington R. R. & Navi. 
Co. for permit to abandon its line from Megler to Nahcotta in 
Pacific county, Wash. 

April 1—San Francisco, Calif.—Examiner Davis: 
Finance No. 7025—Application of Western Pacific California R. R. 
Finance No. 7364—Application of Western Pacific R. R. 


April 1—Cleveland, O.—Examiner Konigsberg: 
23108 (and Sub. 1)—Allied Oil Co., Inc., vs. A. C. & Y. Ry. et al. 
April 2—Washington, D. C.—Examiner Sullivan: 
* Finance No. 6072—Application F. P. & E. R. R. as amended, for 
authority to construct an extension of its railroad. 
April 2—Chicago, Ill—Examiner Cassidy: 
1. & S. 3415—Allowance for terminal switching at DeKalb, Ill. 
April 2—Argument at Washington, D. C.: . 
— — Sub. 1)—Sinclair Oil & Gas Co. vs. C. R. I. & G. RY. 
et al. 
* 22336—C. B. Seldomridge vs. A. T. & S. F. Ry. et al. 
21940—Pet Milk Co. vs. M.-K.-T. R. R. ‘ 
— a Sub. 1 and 2)—Baker-Nagle Co. et al. vs. A. & S. RY. 
et al. 
April 2—Cleveland, O.—Examiner Konigsberg: 
23101—Chain Products Co. vs. A. T. & S. F. Ry. et al. 


April 2—Kansas City, Mo.—Examiner Harraman: 
22776—Prairie Pipe Line Co. vs. A. T. & S. F. Ry. et al. 


April 3—St. Louis, Mo.—Special Examiner Ames: 

19594—-Transfer of freight within St. Louis and E. St. 
dray and track for and on behalf of railroads. é ‘ 

1. & S. 2934—Off-track station and constructive receipt and delivery 
of freight at St. Louis, Mo., and E. St. Louis, Ill. (further ae 
ing, to receive evidence with respect to the cost of various service 
to be performed in connection with off-track station receipt 0 
delivery, interchange between railroads, and in direct — — 
pursuant to provision made for such further hearing in repor 
Commission). 


April 3—Kansas City, Mo.—Examiner Harraman: 1: 
23041—Tulsa County Coal Co. et al. vs. A. T. & S. F. Ry. et al 


Louis by 

















































































